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NO RAILROAD STRIKE 

Naturally, everyone is relieved to know that there 
will be no railroad strike. There is a question, however, 
as to whether the method used to compose the trouble 
was justified and worth while. The labor leaders, seeing 
defeat staring them in the face, because of the absence 
of justice in their cause, the present business conditions, 
and the preparations made by the government to enforce 
the law as far as possible to avert the consequences of a 
transportation tie-up, were more than willing to find an 
excuse for backing down and a way to save their faces. 
They found it in the assurances offered by the United 
States Railroad Labor Board that there need be no fear 
of further wage cuts in the immediate future. 

We think the end did not justify that means. Aside 
from the question of lack of dignity in a body that will 
thus court men in avowed contempt of its findings, the 
board—whatever it may say in explanation of its course 
—has prejudged the question of further immediate wage 
cuts, and that, too, in face of a public demand for re- 
duced rates and a government policy (in so far as Presi- 
dent Harding can establish such a policy) that rates 
must be reduced immediately, the public, then, being nat- 
urally expected to support the railroads in their plans 
to reduce operating costs. The board has, at great sac- 
rifice of principle, averted a strike at this time; the price 
it pays is to assure the men, the railroads, and the pub- 
lic that, whatever the emergency or the demonstrated 
need of the situation, there will be no immediate cut in 
wages. If it breaks that bargain it has made with the 
men, then it gives them, indeed, just cause for a strike, 
Which they have lacked in the case just closed. 

The railroads, though they are again, as usual, hold- 
ing the bag, are, in so far as they may have acceded to 
or failed to remonstrate against the plan of the board 
that there shall be no further wage cuts at this time, to 
be criticized for not standing on their feet and proclaim- 
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ing their right to insist on further wage readjustments. 
Their position now remains to be seen. Their embar- 
rassment will result if they press for further wage re- 
ductions in spite of what the Labor Board has said, from 
the fact that they will either be turned down in accord- 
ance with the board’s promise to the men, or, if they win 
through a breach of promise on the part of the board, 
they will be confronted with the possibility of a strike 
based on something like good grounds—at least grounds 
that will appeal to persons who love fair play. The rail- 
roads, we think, might better have taken a part in the 
strike settlement proceedings to make their position of- 
fensively clear, even at the risk of upsetting the “com- 
promise” proposed, than to be in their present position. 
From their point of view there must be something of 
real disappointment in the failure of the strike to 
materialize. ; 

One thing appears certain out of the mess—we can 
have no more rate reductions based on the theory that 
there are to be reductions in railroad operating costs 
based on wage readjustments at this time. Doubtless 
President Harding, Secretary Hoover, and the members 
of the Commission will see that. If rate reductions are, 
as these gentlemen seem to think, necessary in order to 
restore business to “normalcy,” then the Labor Board 
has thrown a monkey wrench into the machinery. 


THE REDUCED RATE MELON 

If the railroad wage cut of last July is all to be “trans- 
lated” into reduced rates, those who wish to be in on 
the melon-cutting had better get their applications filed 
at once. At most, the wage cut saved the railroads 
around $400,000,000 a year. The rate cuts administered 
by the Interstate Commerce Commission in the western 
live stock case and the western grain case alone have 
absorbed $50,000,000 or more of that. The many rate re- 
ductions, including the wiping out of the entire Ex Parte 
74 increase on iron ore in the east, listed in the Traffic 
World of Oct. 22, account for a lot more of the saving 
from the wage cut. Those who haven’t been observing 
what has been going on and have delayed their applica- 
tions for a slice of the melon, or those who are not in- 
cluded in the program of the present political powers in 
the list of those whose transportation costs must be 
reduced as a means of restoring business to “normalcy,” 
will be out of luck. 

It would seem to a person endowed with merely ordi- 
nary intelligence that if rates, generally speaking, are 
too high—which is the theory of those in power—and 
if they must, therefore, be reduced, regardless of the 
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effect on the revenue of the carriers, then they ought 
at least to be reduced in some scientific manner with 
an eye to the general situation, and not with a view 
merely to helping this or that industry selected by the 
administration in Washington. Some one else equally 
capable of judging might have a different idea as to what 
industries ought to be helped by rate reductions. Of 
course, the answer to that is that someone has to de- 
cide. We agree to that, by all means. But we suggest 
that the Interstate Commerce Commission, the body 
legally created to do that work, ought to do the decid- 
ing and that its decisions ought not to be influenced 
in any way by the policy of the administration that 
happens to be in power. 





THE GRAIN CASE DECISION 

Commissioner Potter, in his concurring opinion in the 
western grain case decision, says it is not clear to him 
that the savings in wages and other costs made by the 
railroads since the decision in Ex Parte 74 have been 
sufficient to justify the reduction in rates prescribed, 
but those savings, “with further prospective savings,” 
he says, do, in his opinion justify the findings of the 
Commission. “The prospective future reduction of 
wages and other operating costs,’ he says, “are, per- 
haps, more essential to justify the rate decreases than 
the reductions that have already been realized.” 

In other words, the reduction in rates prescribed by 
the Commission on grain is warranted by reductions 
in wages to be made by or authorized by the Labor 
Board. But the same week that this decision of the 
Commission is promulgated, the Labor Board, attempt- 
ing to deter the railroad brotherhoods from the strike 
that had been ordered, assures them that there will 
not, in the ordinary course of events, be further wage 
reductions for some time to come, and formally asks 
the carriers to withhold, for the present, moves for fur- 
ther wage reductions. 

It would seem that President Harding’s recent coor- 
dination meeting in Washington had failed somewhat 
to achieve results and that the carriers are to hold the 
bag. Certainly in so far as the grain decision is based 
on the expectation of further reductions in operating 
costs, it is not justified if those reductions in operating 
costs are not permitted or are long postponed. It has 
seemed to us always that the reductions in operating 
costs ought to come first, anyway. If the Commission 
had followed that idea in this case we believe it would 
have been wiser. Its decision is frankly meant as a 
help to an embarrassed industry, just as the western 
live stock decision was meant. We question the juris- 
diction of the Commission to reduce rates because this or 
that industry is in a bad way, unless it can be shown 
satisfactorily that the rates in question are unfair. We 
do not think the evidence that these rates were unrea- 
sonable was any too strong and we do not feel at all 
certain that the reductions prescribed will result in 


benefit to the producers, especially with respect to corn. 


Wheat is a little different, the price being largely con- 
trolled by the export market. 

We notice that in this case, as in the western live 
stock case, the Commission makes no order. We won- 
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der if that is because it feared an order might not stand 
a court test and that the carriers might fight. And we 
wonder if they will fight. -Another thing we notice is 
that the Commission has, in this case, cured the error 
of its logic in the live stock case by assuming that an 
increase in traffic will result from the reduced rates. In 
the live stock case it offered no such justification for its 
finding. The carriers say there will not be increased ton- 
nage and that the result will be decreased revenue. We 
think they are probably right. 

We certainly agree with Commissioner Potter when 
he says, in his opinion: “It takes a lot to explain an 
order requiring a rate reduction when the earnings of 
the carriers are much less than the minimum fair return 
which the law prescribes.” Mr. Potter evidently found 
enough reasons to satisfy himself, but we do not be- 
lieve he and the other members of the Commission have 
satisfied the public. 


OBEYING THE LABOR BOARD 

As a general rule we do not think it worth while to 
argue about things that railroad labor leaders say. ‘Their 
statements generally are so extravagant that they de- 
ceive no one. There has been, however, an argument 
used by the brotherhood heads recently that has re- 
ceived some credence by the press and the public. We 
refer to the statement (made, among others, by W. G. 
Lee, president of the Brotherhood of Railroad Train- 
men), in which it has been attempted to justify the 
stand of the brotherhoods by saying that the railroads 
have often refused to abide by decisions of the Labor 
Board and have not suffered in consequence. Nothing 
could be further from the truth; but were it possible to 
assume that what Mr. Lee says is so, there would still 
be no argument. The old copy-book motto, “two wrongs 
do not make a right,’ would cover the situation admir- 
ably. 

But let us, for the moment, consider the argument 
seriously, so that it may be determined just how much 
truth it contains. We do not assume to have accurate 
knowledge of each of all the 700 or more decisions that 
the Labor Board has handed down in the eighteen 
months of its existence. Neither do we know how each 
of these decisions was received and treated by the roads 
and the men affected. But we do know that, thus far, 
just four cases have arisen in which the railroads have 
refused to abide absolutely by the board’s decisions. 
First, of course, there is the Pennsylvania, which ad- 
vances legal grounds for its failure to carry out the 
board’s wishes as to a new election of employes’ rep- 
resentatives. This road, however, has conducted its 
differences with the board in an orderly manner and 
has always asserted that the decision it was violating 
was an unlawful one, an appeal from which would be 
taken to the courts were courts equipped to handle 
such a dispute. To those who see the carriers’ side of 
the legal question, the Pennsylvania has never been and 
is not now acting in violation of any decision of the 


board. 
Second, there arose, early this year, the question as 


to whether the Erie railroad had violated the wage in- 
crease decision of the board in cutting the wages of its 





















































































































































872 THE 
unskilled labor and increasing its train dispatchers’ week 
from six to seven days. The board held a hearing in 
this matter and found the Erie to be in violation of its 
No. 2, whereupon the railroad immediately 


withdrew its proposals and conformed in every way to 


decision 
the board’s wishes. The case of the Atlanta, Birming- 
ham & Atlantic is the only important one in which the 
road has definitely rejected the board’s mandates. 
Wages on that road were being paid on a lower scale 
than that provided by decision No, 2 for some time prior 
to the cuts that went into effect July 1. This was done 
under an order issued by the district court of the north- 
ern district of Georgia and the A., B. & A. has, there- 
fore, legal grounds on which to stand. The Missouri & 
North Arkansas, which pleaded to the board that it 
could not pay the wages specified by that body and live, 
proved its contention by bankruptcy and abandonment. 

These four, then, are the “many railroads that have 


flouted the board’s decisions,” so far as known. There 
Mr. Stone in- 


troduced a list of 40 at the board hearing this week, 


may be many others of a minor nature. 


which number was reduced under attack to one, and the 
president of that road said he had taken what seemed 
to him was the proper course and promised to remedy 
the condition at once. But at least we have not heard 
of any group of railroads issuing a joint statement in 
which they defiantly proposed a course of action in di- 
rect violation of the law unless a “satisfactory scttle- 
ment” was made. The railroads have never refused to 
abide by the board’s decision for any such reason as 
voiced by Mr. Stone, of the engineers, when he said 
that “the failure of the Labor Board of protect the rail 
employes’ interests” had made it necessary to break the 
law. Aside from the insolent tone of that remark its 
substance is something to smile over, for those who 
have been watching the board’s workings since its crea- 
tion. 





FORD TELLS HOW IT IS DONE 

Henry Ford, in an authorized interview published 
in The Nation’s Business, tells how he would run any 
railroad he owned and explains how he has succeeded 
in making a profitable enterprise out of the D., T. & 
[ since he bought it. He says four things are necessary 
in successful railroading. The first is to get rid of un- 
productive stockholders. This, of course, he did on his 
road by buying it. The second is to remove needless 
weight in rolling stock. 
line. 


He has several ideas along this 
They may or may not be good, but, of course, 
they do not explain his success with the D., T. & L., be- 
cause they are all for the future. The third is the ex- 
pediting of the journey of the freight carrier 





speeding 
up freight movement—and the fourth is to get rid of 
surplus and inefficient employes. We are willing to ad- 
mit that he may have accomplished some things along 
these two lines, though, of course, what one small road 
might do in these respects, especially the latter of the 
two, might not be possible for a large system or forall 
the roads. 

But when Mr. Ford is all through with his explana- 
tion of his success, he has not mentioned what must be 
considered the main factor in it, even admitting that all 
the other things he alleges are true—his power as a large 
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shipper to bring tonnage to his railroad and to compel 
increased divisions other railroads. The onty 
thing he says about that is in reply to a direct request 
for an answer to the charge that his success is due to 
the fact that he is in a position to divert Ford freight to 
his line. And all he says then is this: 


from 


How can that be true when the road hauled more tonnage the 
year before we took it over than it has hauled since we haye 
had it? The figures are all at Washington; why doesn’t some. 
one look them up? The great majority of the freight which 
goes over Our road goes over other roads, too. The Ford freight 
that the Detroit, Toledo & Ironton gets only leaves Detroit py 
our road and is transferred to other roads all the way down 
the line. We have no monopoly and no great terminals. There 
isn’t any business on our line that some other line doesn’t get 
a generous Share of. Railroad men know this—if they don't, 
they can soon find out. 

Not a word about increased divisions and no admis- 
sion that, even if it be true the D., T. & I. tonnage was 
greater before Mr. Ford took over the road than ajter- 
wards, the character of the tonnage has changed, as any 
traffic man can understand. This, with the increases in 
divisions, accounts for his success, quite aside from any 
little reforms that he may have instituted. 
practically a plant facility now, and, compared with 
roads that fill a similar function—for instance, the Du- 
luth & Iron Range, or the Duluth, Missabe & Northern 
—the D., T. & I. operating ratio is so large that Henry 
Ford appears like anything but a genius in this field. 


His road js 


Mr. Ford, in the closing paragraph of his inter- 
view, with characteristic ignorance or unfairness, speak- 
ing of the necessity of liberating the railroad managers 


from the present system, says: “And you can’t do that 


by giving them $500,000,000 to perpetuate the present 


bad system, either.” He is referring there to the so- 


called railroad funding bill, which every business man 
of broad intelligence knows to be a wise measure, but 
which Mr. Ford does not even seem to understand. 

We would print the whole of Mr. Ford’s interview, 
but we have not the space to waste on an article that 
falls so far short of even attempting to meet the real 
issues, 


INTERLOCKING DIRECTORATES 


The Trafic World Weshington Bureau 


Charles A. Peabody, of New York, chairman of the executive 
committee of the Illinois Central, has applied to the Commission 
for authority to hold the position of officer or director of more 
than one carrier. He is a director of the Illinois Central, Union 
Pacific, the Delaware & Hudson, the Baltimore & Ohio and the 
Pittsburgh, Fort Wayne & Chicago Railway Company. The 
Chicago & Western Indiana filed a similar application on behalf 
of its officials who also hold positions with the Belt Railway of 
Chicago. 

Applications have been filed with the Commission by the 
Chesapeake & Ohio, the Chesapeake & Ohio of Indiana, the 
Hocking Valley and the Covington & Cincinnati Elevated Rail- 
road & Transfer & Bridge Company, on behalf of their officers 
and directors, asking permission for the officers and director’ 
to hold positions in more than one railroad company. The 
companies named, with the exception of the Hocking Val 
ley, are system companies of the C. & O. The Hocking Valley 
is controlled by the C. & O. through ownership of approximately 
85 per cent of Hocking Valley stock, but it makes a separate 
report to the Commission. 


Marcus L. Bell, vice-president, general counsel and a di- 
rector of the Chicago, Rock Island & Pacific, has applied 
the Commission for authority to serve in those capacities 4 
well as serving the Chicago, Rock Island & Gulf, the Mintle 
apolis & St. Louis Railroad Company, and subsidiary companies 
of the railroads named. Mr. Bell is vice-president and general 
counsel of the Chicago, Rock Island & Gulf and general counsel 
of the Minneapolis & St. Louis. The application was filed under 


section 20-a of the interstate commerce act, which provides that 
after January 1, 1922, no person shall serve as official in more 
than one railroad company. 
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Current Topics 
in Washington 





The Western Grain Case.—At the time this was written 
there had been no authoritative declaration as to whether the 
Western railroads would reduce rates on grain on their own 
motion or would wait for the Commission to issue an order 
requiring them to do so. A decision by them that they would 
ask the Commission to issue an order would be regarded as some- 
thing like notice that they intended going to court about the 
matter. As issued by the Commission, its report has no bind- 
ing effect. Should the carriers elect to stand on their right 
to require an order, the Commission would have to allow thirty 
days from the date of service of the order. Whether a suc- 
cessful appeal could be made to the courts is doubtful, for this 
reason: The latest decisions of the courts have squinted toward 
the doctrine that a regulating body cannot order lower rates 
on a particular commodity simply because the carriers, on the 
whole volume of business, are making a fair return; that each 
commodity or service is to be taken by itself with a fair return 
on each. The Western railroads, it is submitted, could not show 
that the lowered rates would be confiscatory. The earlier 
doctrine seemed to be that, if the rates allowed yielded any 
return at all, they were not confiscatory. Before getting down 
to the implication that each service must show a reasonable 
return, the trend was toward a rule that, if a comfortable re- 
turn were being made on the whole volume of business, a rate 
might be ordered down. If that were the rule now, it is almost 
certain that some court would enjoin the rates the Commission 
said should be established if it ordered them in, because it 
could be shown that the return of the whole volume of business 
was not within the limit of what courts, by implication, though 
not flatly, have said was a reasonable return. The return on 
grain and grain products alone, it is believed, could be shown 
to come within the implied definition of a reasonable return 
because its volume this year has been so great as to keep it 
almost up to the peak of 1920 or any other year. But the return 
on the whole volume of business has been less than reasonable. 
Therefore, the inference is that any reduction in the rates on 
grain and grain products will result, not in any greater revenue 
through a stimulation of business, but merely in a reduction 
of revenue on that kind of tonnage. If a railroad is entitled 
to rates on each commodity that will yield a fair return, as 
the Dakota lignite coal and West Virginia passenger fare cases 
are construed or interpreted, then the fact that rates on other 
commodities do not yield a fair return, it has been suggested, 
could not be urged on a court as a reason for enjoining an 
order to reduce rates on grain and grain products. It is not 
to be inferred from the foregoing that the western railroads 
have been discussing court proceedings. The subject has been 
discussed in Washington, which means merely that even the 
strike talk has not overshadowed the decision, which is re- 
garded as one of the fruits of the Harding talk for lower rates 
on heavy loading commodities. 





Traffic Reprisals—Anyone feeling the need of exercise for 
his tongue can start an argument on the observation of Exam- 
mer Woodrow, in the Southport Mills case, that the writing of 
traffic reprisal letters is subject to criticism. Attorneys and 
traffic managers for shippers who have been in Washington 
this week, generally speaking, have not hesitated to suggest 
that Woodrow was not called on to make any observation on 
the so-called threats of reprisal because they were not an issue 
i the case, but merely the evidence, or part of it, in support 
of the Railroad Administration theory that the case could not 
be and had not been presented as well as it might have been 
because of the threats. An attorney for a shipper that always 
has a case or two before the Commission suggested that it 
would be a fine state of affairs if a shipper were to be censured 
for telling a carrier that it would lose his business if it refused 
to pay an award of reparation made by the body created by 
law to settle disputes between shippers and carriers. As he 
viewed the matter, what the Southport Mills traffic manager 
did Was no more than to serve notice on the carriers that, in 
his opinion, they had caused his company enough expense and 
that, if they forced more upon it, they would lose its business; 
that he merely gave them the alternative of paying what the 
tribunal set up for the settlement of such matters said they 
owed his company, or of being deprived of its business. A sug- 
sestion made by those inclined to be puritanical in the use of 
language was that Mr. Finerty did not show fine discrimination 
When he picked on the word “reprisal,” because it means a 
forcible taking by way of indemnification. Unless the railroads 
or the Railroad Administration owed the shippers something, 
there could not be, strictly speaking, reprisal. Admitting that 
the railroads or the Railroad Administration owed the shippers 
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anything, it might be observed, was not what Mr. Finerty 
meant. The word, however, has a fine, and possibly a terrifying, 
sound to those who remember that some horrors have been 
committed in the name of reprisal. 





The Wisconsin Rate Case.—Those who think they know 
what goes on in the chambers of the Supreme Court justices 
when ‘they retire to think over what has been told them about 
the cases brought to their bar, are inclined to think that assign- 
ment of the Wisconsin state rate case for reargument means 
that Chief Justice Taft will write the opinion. They base that 
on their inference that the court would not have set the case 
down for argument again unless the eight justices, who, with 
the late chief justice, heard the original argument, were not 
equally divided. If they are equally divided, it means that 
the court will hold as the new chief justice votes, after hearing 
the reargument. Another inference is that the decision will 
be in favor of the Commission. That is based on the fact that 
Chief. Justice Taft is regarded as a nationalist as distinguished 
from one leaning toward the state’s rights view of the matter. 
All the inferences are based on the assumption that the court, 
at the time of the death of Justice White, had come to the 
conclusion that it would be necessary to pass soon on the ques- 
tions involved rather than wait to see whether Congress, by 
non-action, approved the interpretation placed on its legislation 
by its servant, the Commission. Still another thought is that, 
if the court holds with the Commission, a bill will be passed 
eliminating sections 15-a and 13 from the law, so that the Com- 
mission will be ‘thorwn back, in passing on Shreveport case 
situations, on the rules laid down by the court in prior cases, 
chief of which is that the Commission, by testimony, must be 
able to show the localities and the commodities ‘against which 
unjust discrimination as been caused by acts of state legis- 
latures or state commissions. That, it is genearly admitted, 
would be a step backward, but one that might be expected to 
come from the resentment felt by western and southern states 
because the percentage increases in rates have served to re- 
move their citizens farther from the markets of the north and 
east than they were under the rate adjustments in effect prior 
to the percentage increases. That is to say, the railroads, 
which fought for a more definite and coherent control over rates, 
seem to be in danger of losing the good they achieved because 
they relied on the quickest and easiest way of recouping their 
depleted treasuries instead of taking more pains and making 
rate increases which would not have the effect of breaking 
relationships that had long existed and on which the business 
of the country was built up. 





The Country’s Stock of Gasoline.—According to reports, be- 
lieved to be reliable, the country has not as great a stock of 
gasoline on hand as might be deemed desirable in view of the 
possibility of a railroad ‘strike. That stock, on October 20, was 
believed to be far below 400,000,000 gallons. At the end of 
August it was 567,000,000 gallons, which was not the greatest ever 
known, but was away above the average. It was brought down 
from nearly 700,000,000 gallons in the beginning of August by 
the greatest August consumption ever known—503,000,000 gal- 
lons. Such a low reserve and a strike would constitute two 
facts of grave concern, except for the fact that, thus far, every 
extraordinary demand for petroleum products has been met. 
Besides, if there were a real shortage, it is believed this country 
could make the supply last just as well as Germany did during the 
more than four years of war, in the first few months of which it 
was guessed that Germany would collapse because her supply 
of gasoline must be reaching the vanishing point. 





Reductions in State Rates.—The grain rate report, by the 
language used by Commissioner Aitchison, was limited to an 
inquiry into the quality of the “interstate” rates. The query 
has been made as to what, in view of that limiting language, 
the railroads are to do with the rates they raised in obedience 
to the Commission’s decision in the state rate cases, under 
section 13 proceedings. As to the rates made by the state 
commissions in accordance with the yardstick used by the Com- 
mission in Ex Parte No. 74, there is no question. Having been 
prescribed by them, they can be lowered by state authority. 
The only question as to them is as to when they can be 
ordered down—that is to say, how much of a hearing must a 
state commission give on the subject before following the lead 
of the federal body in lowering rates? They did not give ex- 
tended hearings on the proposals to raise them. There is no 
law under which shippers can prevent a rate-making body per- 
mitting carriers to increase rates because a shipper has not 
property right in a rate. A carrier, however, has a property 


right in rates, because if the rates are made lower than rea- 
sonable, the effect is to deprive the carrier of property without 
due process of law. That is why the state commissions that 
raised rates to the level of Ex Parte No. 74 may have difficulty 
in reducing them expeditiously. 


ALG. ¥. 





















































































































































































































































































COURTESY TO FOREIGN GUESTS 


The Trafic World Washington Bureau 


Arrangements have been made by the railroads for giving 
as near free transportation to Marshal Foch, General Diaz, Ad- 
miral Beatty, and Lieutenant-General Baron Jacques as is pos- 
sible under the interstate commerce law. Marshal Foch and his 
escort are to travel in a special train from New York to Kansas 
City, stopping en route at Washington, Pittsburgh, and St. Louis 
on the outbound journey and St. Louis, Indianapolis, Chicago, 
Camp Custer, Mich., Detroit, Toledo, Cleveland, Pittsburgh, and 
Washington on the inbound part of the trip, for $12. 

General Diaz, Admiral Beatty, and Baron Jacques came to 
Washington October 23 at a cost to them or somebody in the 
neighborhood, when they got aboard the car, of $1. Admiral 
Beatty, on his trip west, beginning October 29, will pay $1 
for the trip from New York to Chicago; another dollar from 
Chicago to Kansas City; another dollar to get back to Chicago 
on November 1. Under the arrangement General Diaz and his 
escort were to travel from Washington to Kansas City in a 
special car, and then back to New York, for $4. 

For exactly half that amount Baron Jacques was to have a 
special car from Washington to Kansas City. The tariff pub- 
lications do not show how he is to get back from Kansas City 
when his visit ends on November 3. 

Provision for observing the letter of the law was made by 
the Commission when it issued two sixth section permits au- 
thorizing the Pennsylvania to publish, on one day’s notice, 
passenger fares on “account of the tour of Marshal Foch of 
France and his escort, as guests of the American Legion.” That 
was permit No. 55365, and under it the Pennsylvania filed its 
No. 6838, effective October 28 to November 11. 

Arrangements for the three warriors who came to Wash- 
ington October 23 were made under permit No. 55366, under 
which the Pennsylvania published its No. 6839, effective October 
23. The tariffs show rates of one dollar for particular parts 
of the trips, and some of the separately named factors have 
been mentioned in the foregoing paragraphs. 

It was impossible for the railroad companies or the govern- 
ment to figure out how to show the distinguished foreign visitors 
any of the “courtesies” comprehended within the four corners 
of a free pass. The law prescribes the conditions under which 
and the persons to whom passes may be given. The railroads 
may haul soldiers to and from the homes maintained by the 
government without charge, but that is as near as any of the 
foreign officers could come to any of the classes to whom passes 
might be given. The railroad managements would have been 
glad to have given the visitors beautifully engraved passes, but 
no way for getting around the prohibitions of the law could 
be found. 

President Harding, without having looked at the language 
of the statute, inquired whether the Commission could not sus- 
pend the parts of the law forbidding the grant of free trans- 
portation. The easiest way to evade the law was for the Com- 
mission to allow the publication of tariffs for special trains 
and cars for the use of the visitors on short notice. Even 
those who suggested that way for circumventing the law were 
not sure that that would be a perfectly legal way to do the 
thing desired. The Commission, heretofore, has never favored 
the publication of per car or per train rates of any kind for any 
purpose, so that, broadly speaking, the permits issued to meet 
the exigencies of this case, furnish a precedent. Inasmuch 
as the Commission is not much bound by precedents, by the 
doctrine of stare decisus or res judicata, it is not likely that 
it would listen to a railroad that tried, on thirty days’ notice, 
to publish per car or per train rates for John Smith and his 
escort, from one point to another. 


COMBINATION RATE RULE 


The Trafic World Washington Bureau 


The Commission has discontinued I. and S. No. 1350, cancel- 
lation of combination rule, because Leland has cancelled supple- 
ment No. 3 to his I. C. C. 1411, which had been suspended to 
November 7. Discontinuance of the case was expected. Weeks 
ago it became apparent that the carriers would not be able to 
carry out their plan to get rid of the rule for making rates on 
combination not later than the last day of the year. They pro- 
posed to get rid of the rule in relation to some of the traffic 
affected, on August 1, and on the rest of the traffic not later than 
December 31. 

In accordance with their plan they filed a cancellation tariff 
early in June to be effective in time to put the new scheme into 
effect not later than August 1 on some of the traffic. The Com- 
mission issued the first suspension order on June 9 and a later 
order on August 7, thereby holding up, for investigation, both 
parts of the plan. 

After the suspension orders were issued the carriers decided 
to leave the matter for individual action and that is the status 
of the matter. In a general way the plan for getting rid of 
the rule was to have the carriers establish joint through rates 
on traffic, which a shipper or shippers should show was likely 
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to move with regularity, and in considerable volume so that 
traffic would bear only one increase. As to traffic that would 
move neither regularly nor in great volume, it was to be left to 
the chance of paying an increase on each factor of the combina. 
tion, if the shipper or shippers interested were not able to anticj- 
pate the movement in time enough to obtain the publication of 
a joint through rate no higher than would result from the appli. 
cation of the combination rule, which the carriers proposed to 
cut out. 


Lumber shippers, in particular, made strong protests on the 
ground that they could not foresee where they would be desiroys 
of shipping because they could not foresee where orders for their 
commodities would come from. Brick and tile manufacturers 
made similar representations. Petroleum interests persuaded the 
Commission to call a conference between themselves and rail. 
road men to talk over the whole subject of making rates on com. 
bination. An all day talk did not bring a solution. So far as 
known the troubles of shippers other than those of petroleum 
with that rule and its application, and the proposal to cancel 
it, have not been any fewer or less irritating. It has made justas 
much trouble for the railroads but so long as varying percentages 
of increase in rates continue in effect, it is believed, there will 
be a necessity for some kind of a rule for making combinations, 


Before the percentage method of making increases came into 
vogue, it was the effort of railroads having rails to rate-break- 
ing points to establish rates to the points, which, when combined 
with the separately established rates of the carriers beyond the 
rate-breaking points, would be exactly the same as the through 
local or through joint rates of competing carriers. Then rates 
were made on full combination instead of, as at present, on a 
scheme that undertakes to apply on a joint movement the in- 
crease in only one factor, or just enough of the increase on one 
factor to make the combination the same, in dollars and cents, 
as would be collected on a joint or through local. 





REDUCED IRON ORE RATES 


The Trafic World Washington Bureau 

Contrary to expectations (Traffic World, October 15, p. 778) 

the Philadelphia & Reading did not advance the effective date 
of supplement No. 6 to P. & R. J-7752, from November 10 to 
October 20. The reduced rates named in the supplement, there- 
fore, unless there is a quirk in it that is not obvious, will be 
come operative from Philadelphia to Bethlehem and Hellerton 


- on November 10. 


The Reading has filed a cancellation of the supplement be- 
fore mentioned, the cancellation publication being P. & R. J-8002. 
‘In that last mentioned tariff the Reading made operative, on 
October 20, reduced rates on iron ore. That tariff, however, did 
not cancel the reduced rates from Philadelphia to Bethlehem 
and Hellerton which have not yet become effective, nor did it 
provide for the cancellation of the rates that are to become 
effective on November 10, on December 31, or any other date. 
The last day of the year is the day on which the reduced rates 
that went into effect on October 20 are to expire by limitation. 


Considerable significance is attached to the fact that the 
rates carried in the earlier tariff, but which will not become 
effective until November 10, were not plainly canceled as of 
December 31, the day on which the carriers provide, in other 
tariffs, to end the reduced rates. Of course, the rate that goes 
into effect on statutory notice can be canceled on like notice, s0 
that the significance now attached to that tariff may be unwar- 
ranted. If, however, it is not eliminated, it means that, as to 
traffic in iron ore for Hellerton and Bethlehem, from Philadel- 
phia, the low rates will continue, according to present plans, 
after they have been cut out in other parts of the country. 
Inasmuch as the first cuts in rates on iron ore were made by 
carriers serving Atlantic ports, the continuance of a reduced 
rate basis from Philadelphia is taken as indicating that the 
Reading intends to be prepared to continue that low rate, should 
it be decided by the Lehigh Valley to continue the low rate from 
Perth Amboy, or the Chesapeake & Ohio should decide to col 
tinue the low rate on ore from Hampton Roads ports to Virginia 
furnace points. The Chesapeake & Ohio was the first to make 
a reduction. The Lehigh Valley came along a considerable time 
after that. The former cut the rate below the level in effect 
prior to Ex Parte No. 74. The Lehigh Valley cut amounted only 
to an elimination of the advance made August 26. That cut be: 
came the measure of the reductions made on ex-lake ore 0 


October 18 and on all other ore two days later, in Official Classi 
fication territory. H 


The limitation in the tariffs whereby they expire on the 
last day of the year was put in, it is understood, as notice that 
the carriers did not consider the rates that were being super 
seded as being unreasonable and that, therefore, they proposed 
re-establishing them with the beginning of 1922. The general 
impression, however, is that the rates established by Ex Parte 
No. 74 will never be restored. The present rates may be raised, 
it is suggested, but not to the level that was broken down by 
the tariffs operative on October 18 and October 20. 
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Decisions of Interstate Commerce Commission 


WESTERN GRAIN RATE CASE 


In a report on the Western grain rate case, technically 
known as No. 12929, interstate rates on grain, grain products 
and hay, in carloads, between points in the Western and Moun- 
tain-Pacific groups, opinion No. 7178, 64 I. C. C. 85-106, written 
by Commissioner Aitchison, the Commission has taken from the 
western carriers half the advances the Commission allowed them 
on these commodities in Ex Parte No. 74. At the same time it 
directed the restoration of the differential relationship in rates 
on wheat on the one hand and coarse grains on the other. The 
rates on the coarse grains are to be made ten per cent lower 
than the rates on wheat. Ten per cent will produce about the 
differentials that were general before the promulgation of Gen- 
eral Order No. 28. Commissioners Potter and Lewis wrote con- 
curring opinions. ’ 

No order was issued. The Commission expects reductions 
to be made as soon as possible—not later than November 20. 
The tariffs carrying the changes may be made operative on five 
days’ notice. The permission to make the reduced rates opera- 
tive on five days covers only the respondents and commodities 
before the Commission in this case. If necessary, interested 
parties may bring to the Commission’s attention any outstanding 
orders of the Commission which may require modification to 
permit prompt and full compliance with the findings. Parities 
through gateways are to be preserved. 

In this way the carriers west of the Mississippi are to be 
deprived of revenue estimated by them in the trial of the case 
at from $40,000,000 to $50,000,000, if the crop moved next year 
is as great as that of this year. The loss on this year’s crop will 
be in proportion to the percentage of it that has not yet been 
moved. No mention of any loss of revenue is made in the 
Commission’s report. The carriers estimated their losses, if the 
whole of the advances authorized in Ex Parte No. 74 were taken 
away, at from $80,000,000 to $100,000,000. Had their estimates 
been beyond probabilities, it is believed, the Commission would 
have called attention to the overestimate. 

This cut in rates and revenue, the Commission specifically 
said, was ordained by it, in accordance with the intent of sec- 
tion 15a. ‘ 


“The case before us relates only to certain basic commodi- 
ties,’ said Mr. Aitchison. ‘‘Necessarily our findings and orders 
will be so confined. In reaching our conclusions we have taken 
into consideration, among other things, the facts of record in 
regard to the present status of these commodities, and of their 
production and their marketing, the vital importance of the in- 
dustry, which they represent to the country as a whole, the re- 
ductions in operating expense which respondents have experi- 
enced since our decision in Ex Parte No. 74, and the present 
trend of traffic. They are, in brief, conclusions which look to 
the future in accordance with the intent of section 15a, and 
which are based upon our best judgment as to what will pro- 
duce the best results for all concerned, including the carriers.” 

The report includes a discussion of that section. In the 
course of that discussion Commissioner Aitchison said: 


“The purpose of section 15a was undoubtedly to better stabil- 
ize the credit of railroads, reassure investors and attract capital 
to the railroad industry. It is plainly our duty to do everything 
i our power to carry out this purpose. The experience of the 
past twelve months, however, has shown the limitations which 
surround, in actual practice, the operation of this provision of 
the law. The increases of 1920 were intended to give the car- 
riers the specified return and no doubt they would have done 
so if the volume of traffic had remained normal. Instead it fell 
off sharply, and net earnings failed, by a considerable margin, 
to reach the desired mark. Nevertheless, when it became ap- 
parent that this would be the case, carriers and shippers alike 
agreed that it was not our duty, under section 15a, to raise rates 
to still higher levels. To have done this clearly would have been 
a vain thing, harmful alike to the country and to the carriers. 

“The rate adjustment cannot, with advantage, be made de- 
pendent upon fluctuations in traffic. 


“It is also to be noted that the duty cast upon us by section 
lba is a continuing duty and looks to the future. It does not 
constitute a guaranty to the carriers, nor is the obligation cumu- 
lative. We are not restricted by past or present statistics of 
operations and earnings. These are serviceable only as they 
illuminate the future. What is contemplated by the law is that 
in this exercise of our rate-making power the result shall reflect 
our best judgment as to the basis which may reasonably be ex- 
pected for the future to yield the prescribed return. 

The conditions with which we are called upon to deal are 
extraordinary and unique since they are the aftermath of a world 
catastrophe. The sufferings of the western farmers may be 
ascribed to that fact. The prostration of agriculture in this coun- 
try is the product of world-wide forces. The high level of freight 
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rates has been an obvious and tangible circumstance which has 
quite naturally been a target of dissatisfaction, but we are not 
persuaded that it has been more than a minor in bringing about 
distress. 

“The important thing at present, however, is not the source 
of the disease, but the means of recovery. Whatever part freight 
rates may have played at the outset, many qualified to form an 
opinion entertain the view that the present level of these rates 
is one of the obstacles in the way of returning prosperity and 
likewise one of the obstacles to sustantial reductions in the cost 
of living. The fact that many railroad charges are still levied 
at the war-time peak and the cost of living, in some respects 
below it, are alike the cause of discouragement to the producer 
who has been unable to maintain his own prices and to the 
employe who has experienced a reduction of wages. 

“The really vital concern of the carriers in this situation is 
to promote return of what may be deemed normal traffic, and 
anything that will help toward this end is greatly to their bene- 
fit. So far a tendency downward in their rates can be induced, 
and so far as reductions of wages and prices which have already 
been made effective can be converted into rate reductions we 
are assured of the full return of prosperity for both industry 
and for labor. The carriers have, we feel, manifested a realiza- 
tion of this fact in the substantial reductions in rates, which 
from time to time in recent months they have voluntarily made.” 

The reductions will be less than 17.5 per cent in the west- 
ern district and less than 12.5 per cent in rates of the moun- 
tain-Pacific group. The holding of the Commission is that the 
rates on grain, grain products and hay will be unreasonable to 
the extent that each includes more than half the advance au- 
thorized in Ex Parte No. 74. If a rate was $1 on August 25, it 
became, in the western group, $1.35 on the next day. To re- 
duce that by 17.5 per cent, as the half of the advance allowed 
in Ex Parte, would result in a rate of $1.11. That, however, 
would not be eliminating half the advance made under Ex 
Parte No. 74. Compliance -with a direction to remove half the 
increase would result in a rate of $1.175. The way to figure the 
new rates will be to take those in effect August 25 and apply 
to them one-half the advance allowed in that case. 

Commissioner Potter wrote the most vigorous concurring 
opinion that a member of that body had produced in many 
years. The effect on those who read his language was the same 
as if he had said that Commissioner Aitchison had not used 
language of appropriate strength. He said the report did not 
recite all the considerations which influenced his vote. That, 
he said, coupled with the fact that the Commission was dealing 
with fundamentals that go far beyond the particular case, 
prompted him to file a separate expression of his views. 

“At a time when our railways are charging lower rates and 
paying higher wages than carriers of other countries, it takes 
a lot to explain an order requiring a rate reduction when the 
earnings of the carriers are much less than the minimum fair 
return which the law prescribes,” said Commissioner Potter. 
“IT have the keenest appreciation that we must be watchful and 
alert to see whether our action is beneficial or harmful. Our 
action will be wrong and will need prompt correction, if the 
results of recent and further needed readjustments respecting 
operating costs do not strengthen the carriers.” 

After calling attention to disappointing results in the last 
year he said that “in the public interest, as well as in fairness 
to the carriers, there must be done without delay, whatever is 
necessary so to improve their operating showing as to protect 
their credit, restore confidence and attract new money to make 
betterments for which there is need. To require a rate reduc- 
tion under such circumstances is for us to assume a grave re- 
sponsibility. Notwithstanding the risk involved, we must be 
guided by our best judgment, and I am convinced a reduction 
should be made. * * * I believe increase in traffic and a re- 
duction in operating costs may be expected, and that increased 
earnings to the carriers may be looked for. 

“Practically every one admits rates are too high. Rates too 
high are unjust and unreasonable and under the law must be 
reduced. Those who justify present rates regard them as a 
necessary evil—something that must be tolerated because high 
costs of operation prevent their reduction. That is no justifi- 
cation. If operating costs are holding rates at a level too high, 
the thing to do is to reduce the costs. 


“Almost everything has been too high. The fundamental 
trouble with the industrial and commercial affairs of the coun- 
try is that there is insufficient production and costs are too 
high. The latter is the cost of the former. Production in this 
time is far below the normal needs. If normal conditions could 
be brought about, the industries of the country could operate 
normally for a long period to take care of the markets of this 
country, to say nothing of the markets in other countries. * * * 
A reduction of production costs is essential to this result,” 
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He said that freight rates were out of proportion to other 
operating costs. “Rates must be gotten back to their proper 
relation to other things. They must come down, and whatever 
is necessary to bring them down must be done. Many of the 
cost factors of railway operation which forced higher rates have 
been substantially reduced within the last year. The most im- 
portant item of cost is labor. The carriers tell us that they are 
now paying extravagantly high wages. If we may rely on their 
statement in this regard, they are not operating their proper- 
ties economically and efficiently, and therefore, operating costs 
may be further reduced. We have no jurisdiction over wage 
controversies, but we may take note of the admission of the 
carriers and require them to find out whether their wage scales 
are too high, and to lower them if they can. 

“If upon presentation of the facts as the law requires, the 
Labor Board decides that wages are not too high, those using 
transportation will have to pay the bill of the organized rail- 
way employes. The shippers of the country and labor gen- 
erally are entitled to their day in court and the carriers are the 
ones to present their case, for carriers, shippers and laborers 
employed in all the country’s industries which use the carriers 
are interested in this issue.” 

After saying that the annual wage bill of the railroads went 
up from $1,468,576,394, for class I railroads in 1916 to the rate 
of $3,900,000,000 in the last eight months of 1920, and that even 
if the wage board lopped off $1,000,000,000 in addition to the 
cut of last July, rates could be reduced only 18 per cent. Mr. 
Potter said: 

“The right and power to reduce wages rests initially with 
the carriers. They have no excuse for maintaining the wage 
levels which they say are too high. If they believe them too 
high they should take steps to reduce them. Until they make 
that effort they are not entitled to refer to wages as excusing 
high rates. Until they have the protection of an award made 
under existing conditions by the Labor Board, they cannot 
justify the present rates. On the face of things, there is nothing 
in the wage situation to justify a rate ievel entirely abnormal 
and which is menacing the country’s welfare. ‘ 

“The transportation machine of the country is being used 
for the benefit of the shipper and railway employes and the 
owners of the machine are receiving much less for its use than 
the law says they are entitled to. In considering what railway 
employes should receive regard should be had for what the ship- 
pers can afford to pay. The record in this case shows that the 
Labor Board has declined to give consideration to this broad 
basic question, and has refused to hear shippers while consider- 
ing wage controversies. The question as to what rates are fair 
and reasonable is with us. If the broad economic question as 
to how much shippers can afford to pay is a question to be 
determined by us when we fix fair and reasonable rates, it will 
follow that the Labor Board, in considering wages, would regard 
our finding as one of the relevant circumstances to be taken into 
consideration in fixing wages. In this aspect of the case there 
is apparently necessity for a determination by us as to the proper 
rate level, and we are authorized to order a rate reduction 
without waiting for wages to be reduced to a point where the 
carriers can prosper under the rate level which we prescribe.” 

Commissioner Lewis, who heard the case, but did not become 
the spokesman for the Commission, said, in his concurring re- 
port, that the evil effect on distant markets of percentage in- 
creases in rates was recognized in the livestock case. While 
prices were high the increased spread between rates was felt 
lass than now, he said. Continuance of the increased spread 
on commercial grains and hay, he said, would tend to contrac- 
tion of the producing areas in the west. The exaggerated spread 
between long and short haul rates, under conditions at present 
existing, renders the rates unjust and unreasonable, he said. 
Commissioner Hall joined in that opinion. 


RATES ON BARLEY FLOUR 


In a pointed report, written by Commissioner Aitchison on 
No. 11547, Pillsbury Flour Mills Co. et al. vs. Director-General, 
et al., opinion No. 7177, 64 I. C. C., 81-4, the Commission has 
condemned as unreasonable—and ordered reparation—full fifth 
class on carloads and fourth class on less-than-carloads on bar- 
ley flour, from Minneapolis and Omaha to Los Angeles and to 
destinations in Arizona and New Mexico. Barley flour came into de- 
mand during the regime of the Food Administration, when the 
government required the use of certain percentages of cereals 
other than wheat in making flour for baking purposes. The tariff 
carrying rates on all kinds of flour other than barley, applied 
between April 1, and September 20, 1918.* On the last mentioned 
date the Director-General put barley flour on a footing of equality 
with other kinds of flour. Aitchison said the transportation 
characteristics of barley flour and other kinds of flour were so 
nearly identical that the fact that barley flour did not generally 
move was not a reason for suggesting that, inasmuch as the 
movement was sporadic, the class rates were the proper ones 
to apply. Rates on barley to other points, he said, were carried 
in the tariff in question, although there was no movement of 
that commodity to such other points. He also called attention 
to the fact that the flour rates were applicable on barley flour 
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to north Pacific coast terminals, although there had been no 
movement to them. Had barley flour been carried in the tariffs 
to the points in question, he said, the barley flour that moved in 
mixed carloads would have taken the fifth class instead of fourth. 

Reparation is to be made to the basis of the contempo- 
raneously applicable rate on wheat flour. 


RATES ON WHITE CLOVER SEED 


The Commission has dismissed No. 11478, Nebraska Seed 
Co. vs. C. & N. W. et al., opinion No. 7175, 64 I. C. C. 75-7, hold- 
ing that the combination rates on white-clover seed, in carloads, 
from Gilby, Grand Forks and Michigan, N. D., to Omaha, shipped 
in 1919 and 1920, were not unreasonable nor unduly prejudicial. 
The complaint was based largely on the fact that there were no 
joint rates such as applied to shipments received by the competi- 
tors of the complainant at St. Paul and Chicago; also that the 
combinations to Chicago and St. Louis, for longer hauls than 
to Omaha, were lower. The Commission accepted as a good de- 
fense, the explanation of the carriers as to why the rates with 
which the complainant compared the charges it had to pay were 
lower. They said the low rates to St. Paul were forced by the 
low intrastate rates in Minnesota. The low combinations to 
Chicago and St. Louis they explained by pointing to the compe. 
tition of water lines, the great traffic density between St. Paul 
and Chicago and the carrier competition at Chicago, St. Paul 
and St. Louis. The factor from Sioux City to Omaha, consider. 
ably lower than the one from Sioux City to Omaha, they ex- 
plained as being due to the low Iowa intrastate rates. 


CANCELLATION OF HEATER SERVICE 


A finding of non-justification has been made by the Com- 
mission in a report on I. and S. No. 1353, cancellation of heater 
service for fresh fruits and vegetables (mimeographed, without 
opinion or page numbers) as to the proposed rule eliminating 
the whole of Illinois, and that part of Indiana within the Chi- 
cago switching district, from the territory in which “carriers’ 
protective service against cold” shall hereafter be available under 
section 5 of Perishable Protective Tariff No. 1, Fairbanks’ I. C. C. 
No. 6, and withdrawing such service on traffic outside the 
so-called cold weather zone when destined to states not within 
the zone, or to points beyond Illinois and the part of Indiana 
mentioned. 


The suspended schedules contained two propositions. One 
was to eliminate the heater car charges on citrus fruits. The 
other was to cut out the service on fruits and vegetables pass- 
ing through Illinois and the Chicago switching district. The 
California Citrus League favored the elimination of the offer- 
ing of the service. It was also favored by the Union Pacific, 
Rock Island and the Santa Fe. They favored the exception 
because the Southern Pacific has a route to territory east of 
the Illinois-Indiana line, through New Orleans and the Ohio 
River crossings in which the service is not needed, because 
citrus fruits will stand cold as low as 12 degrees below zero, 
without any protection other than the walls of the refrigerator 
cars. 


At the hearing the lines. favoring elimination said the ex- 
ception was broader than was intended. It was intended only 
to deal with the carrier competition from California, New 
Mexico and Arizona. Even when modified as proposed, the Com- 
mission said, the exception would seem to be wider than the 





‘ exigencies of carrier competition would require, because all ship- 


ments destined to points in the so-called heater zone from Cali- 
fornia are now subjected to an additional charge for carriers’ 
protective service as soon as they enter the zone, even though 
they move over the southern route. The citrus league testified 
that the service is expensive and if it had been used on all its 
shipments last year, the cost would have been $520,000. 

The second exception would have applied on potatoes mov- 
ing from Minnesota and Wisconsin through Illinois. Shippers 
of fruits and vegetables from Wisconsin objected most strenu- 
ously because Minnesota competitors could ship through Iowa 
and Missouri in which the service would still be available, thus 
enabling Minnesota to ship all winter while Wisconsin would be 
shut out because natural routes from Wisconsin pass through 
Illinois. 

The report said the second exception was made at the re 
quest of the Toledo, St. Louis & Western. Other Illinois lines 
acquiesced, but at the hearing they made it plain they did not 
approve of the scheme. The Toledo, St. Louis & Western ob- 
jected to the holding out to furnish heater service because it 
said its mileage in Illinois was only 182 and its share of the 
traffic too small warranting it, in its difficult financial condi- 
tion, to invest in heaters. 

“The record discloses no valid reason in support of the 
second exception as applied either to the Illinois lines as 4 
whole or to the Toledo, St. Louis & Western individually,” said 
the Commission. “Should this exception be permitted to go ID 
to effect, the extension of carriers’ protective service against 
cold to central and eastern territory, which was contemplated 
when Perishable Protective Tariff No. 1 was originally pro 
posed and strongly urged by us in our report in Perishable 
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Freight Investigation, would be extremely unlikely. The value 
of this service to the shipper in insuring against loss and dam- 
age, to the carrier in stimulating traffic, and to the nation in 
conserving the food supply, makes it imperative that no indi- 
yidual railroad be permitted to hinder its further development.” 


RATES ON WROUGHT IRON PIPE 


The Commission has dismissed No. 11791, South Chester 
Tube Co. vs. Missouri, Kansas & Texas et al., opinion No. 7176, 
64 I. C. C. 78-80, holding that rates on wrought iron pipe, in 
carloads, from Chester, Pa., to Lawton, Okla., in November, 
1917, were not unreasonable, unjustly discriminatory nor unduly 
prejudicial. 


RATES ON MARBLE SPALLS 


An order of dismissal has been made in No. 11531, Appala- 
chian Marble Co. vs. Director-General, as agent, and Southern 
Railway, opinion No. 7171, 64 I. C. C. 67-8, the Commission be- 
ing of the opinion that rates on marble spalls, shipped between 
June 25, 1918, and December 31, 1919, from quarries in the 
vicinity of Knoxville, Tenn., to a blast furnace in that city, dur- 
ing federal control, were not unreasonable or otherwise in 
contravention of law. 


NEW YORK PASSENGER FARE CASE 


In a report on further hearing on No. 11623, In the Matter of 
Rates, Fares and Charges of the New York Central and Other Rail- 
road Companies in the State of New York, commonly called the 
New York passenger fare case, opinion No. 7166, 64 I. C. C. 
55-6, written by Commissioner Lewis, the Commission has held 
that the Fonda, Johnstown & Gloversville Railroad, a combina- 
tion steam and electric system, in which the interstate business 
amounts to about one-fourth of one per cent, is not entitled to 
the benefits of its decision in the original report, 59 I. C. C. 290. 
It was not one of the roads that had applied for permission to 
charge 3.6 cents per mile as a passenger fare. ‘Therefore the 
Commission has stricken its name from the list of roads which 
must apply that rate of fare in its passenger business. 


RATES BETWEEN PACIFIC COAST POINTS 


Advanced class rates may be made effective by the car- 
riers on five days’ notice, in the territory west of the Cascade 
Mountains from British Columbia points to American destina- 
tions and from, in and between points in western Washington 
and Oregon, as a result of the Commission’s decision in I. and S. 
No. 1338, Class and Commodity Rates Between North Pacific 
Coast Points, opinion No. 7188, 64 I. C. C. 159-69. Less-than- 
carload commodity rates and some carload commodity rates 
may also be canceled out. 

All these things are to be done because there is not now 
the water line competition which caused the carriers to estab- 
lish the low class rates, the less-than-carload commodity rates 
and the carload commodity rates. 

The new rates are to be built on a class scale beginning 
with 75 cents first class between San Francisco and Portland, 
Ore. As proposed, the relationship between classes prescribed 
by the Commission in 1911 in Portland Chamber of Commerce 
vs. 0. R. R. & N. Co., 21 I. C. C. 640, for application eastbound 
from Tacoma, Seattle and Portland, to interstate destinations. 
The Commission in its report found justified all the proposals 
of the carriers except those providing for a disregard of the 
class rate relationship prescribed by it in the case before men- 
tioned. It said that that relationship should be observed. 
Based on a first class rate of 75 cents, the Commission said the 
rates on classes C, D and E would be 22.5, 19 and 15 cents. 

When the railroads have revised the suspended schedules 
in accordance with the admonition to observe the class rela- 
tionships prescribed in the Portland Chamber of Commerce 
case, the increased rates may be made operative, on five days’ 
notice, as before set forth. 

In a concurring report written by Commissioner Aitchison, 
Supported by Commissioners Potter, Esch, Lewis and Cox, the 
carriers were advised to carefully consider whether it would 
not be well, in the interest of their revenues, and to avoid the 
Violent dislocation of business, to continue the 24-cent L. C. L. 
commodity rate that has been in existence so long. Admitting 
that a less-than-carload commodity rate is a violent departure 
from the usual practice, the concurrents suggested that the rail- 
roads further consider whether it would not be better to retain 
that rate, increased, say, to 30 cents, for the purpose of retain- 
mg some of the traffic which they have heretofore been hauling 
on it, generally in the direction of the empty-car movement. 

This decision disposes of a matter that has been hanging 
fire for considerably more than a year. Inasmuch as the rates 
were originally established to meet water competition, the car- 
Tiers for a number of years have been maintaining higher rates 
at intermediate points. When the Commission held in a number 
of cases that water competition had disappeared, the carriers 
took up the question of these low rates west of the Cascades. 
In 1920 they proposed a class scale beginning with $1.08 on 
first class. When they finally filed the schedules that took cog- 
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nizance of changed conditions they put out the 75-cent scale, 
which, when revised as indicated, will be allowed to become 
operative. 


RATES ON COTTONSEED, ETC. 


The Trafic World Washington Bureau 


Justification of considerably higher rates proposed in Leland 
schedules suspended in I. and S. No. 1405, rates on cottonseed, 
meal and cake, from Arkansas, Louisiana, Oklahoma, Missouri 
and Texas points, was begun before Examiner F. E. Early Oc- 
tober 25. The railroads presented tables of rates to show what 
they had been for twenty years and on what basis they had 
been made, to show why Leland should be permitted to do what 
he proposes in the schedules under suspension. 

Twenty years ago joint rates were published to some east- 
ern destinations equal to the combinations on St. Louis. Not 
much attention was paid to them when percentage advances 
came into fashion. The result of inattention was that rates to 
some of the interior eastern points and destinations in Central 
Freight Association territory became higher than at the more 
distant points. By restoring them to their old basis, of com- 
bination on St. Louis, Leland proposed to remove the departures 
from the fourth section and thereby satisfy the complaints of the 
feed manufacturers at intermediate points. 

The main witness of the carriers was B. F. Clark, chief 
clerk to the freight traffic manager for the Missouri Pacific. 
He was put on the stand to lay the foundation for the claim 
that the new rates would be only what the Commission in- 
tended they should be made when it issued its orders in the 
general advance cases. 

Three parties to the case were represented, one being the 
railroads, the second the cottonseed crushers, and the third the 
manufacturers of cattle feeds. The two last protested against 
the increases that would result from the application of the rule 
for constructing rates proposed by the tariff publishing agent. 
They took the position that the rates were too high now and 
that instead of being advanced they should be lowered so as to 
avoid the destruction of the business that has been created 
by the use of the seed that once was a waste product to be 
burned or thrown into creeks, if the latter could be done while 
no officer of the law was looking. 

The protestants were represented by R. A. P. Walker, for 
the American Cotton Oil Company; William Ermon, traffic man- 
ager for the Southern Cotton Oil Company; Traffic Manager 
Macomber, for the Toledo Chamber of Commerce, representing 
Larrowe Milling Company and other Central Freight Association 
territory feed manufacturers; R. M. Field, American Feed Man- 
ufacturers’ Association; Mr. Friedman, representing oil refiners 
at Portsmouth, Va., and New York; Paul Blanchard, Armour 
& Co.; Mr. Wille, Procter & Gamble; Ed. P. Byars, of Fort 
Worth, and W. C. Lipscomb of Dallas, representing the Texas 
Cottonseed Crushers’ Association, the members of which cperate 
225 mills. 


REDUCTIONS ON IMPORT GREEN COFFEE 


In Transcontinental Freight Bureau’s fourth section appli- 
cation No. 20, which was sent to the Commission October 20, R. 
H. Countiss, agent, asks leave to reduce the rates on green coffee, 
originating in South America, in bags, carloads, minimum 80,- 
000 pounds, westbound, from New York to the California term- 
inals, from $1.92 to 80 cents a hundred pounds. On the same 
commodity to the north Pacific Coast terminals, it is proposed 
to reduce the rate, which is at present also $1.92, to 90 cents. 
The minimum to both groups of destinations is at present 40,000 
pounds. 

To intermediate points it is proposed to apply combinations 
made by adding the new rates to the local rate from the lowest 
rated terminal to the point of destination. 

The application gives as a reason for the proposed reductions 
the fact that 28,280 tons of green coffee were moved from 
Brazilian ports to San Francisco by steamer, via the Panama 
Canal, during 1920. There are tnree steamers in regular service, 
it says, carrying this commodity from the South American ports 
to the California and north Pacific Coast terminals. 


FT. W. & D. C. BONDS 


The Fort Worth & Denver City Railway Company has ap- 
plied to the Commission for an order authorizing the extension 
of $8,176,000 par value of 6 per cent first mortgage bonds for 
40 years at 5% per cent interest. The company says it has no 
funds with which to pay off the 6 per cent bonds which mature 
December 1, 1921, and thus finds it necessary to make a new 
issue of bonds to refund the 6 per cent bonds, or to extend 
the bonds. The most economical plan would be to extend the 
bonds, the company says. 


ST. L.-S. F. NOTES AND BONDS 


The Commission has authorized the St. Louis-San Francisco 
to issue $4,578,000 of prior lien mortgage bonds and to pledge 
them as collateral for short-term notes, 
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SWITCHING CHARGES AT HARVARD, ILL. 


In a tentative report on No. 12636, Hunt, Helm, Ferris & Com- 
pany vs. Chicago & Northwestern et al., a complaint in which the 
Commission was asked to establish a reciprocal switching charge 
of $2.50 per car at Harvard, Ill., and then require the North 
Western and the Chicago, Harvard & Lake Geneva to absorb 
that charge, Examiner Howard Hosmer recommended a holding 
that the failure of the companies to absorb interchange switch- 
ing charges was and is not unjustly discriminatory nor unduly 
prejudicial; that the interchange switching charge of $5 per 
car maintained by the Chicago, Harvard & Lake Geneva, an 
electric line, had not been found to be unreasonable nor other- 
wise unlawful; and, finally, that the $15 per car charged by the 
North Western for interchange switching at Harvard was un- 
reasonable because and to the extent that it exceeds or may 
exceed $9 per car. That is the interchange switching charge of 
the North Western at points other than Harvard. 

Part of the plant of the complainant at Harvard is served 
by the electric and part by the steam line. They have no ar- 
rangement for absorbing the charges on interchange switching. 
Hosmer said that it was not undue prejudice against the com- 
plainant, because the North Western absorbs interchange 
charges at points other than at Harvard, at which there may 
be competitors of the complainant. It makes no absorption at 
Harvard on any kind of traffic. 


COAL, KENTUCKY TO CINCINNATI 


An order requiring the Louisville & Nashville and the Ohio 
& Kentucky, the latter a short line, to establish group rates 
on coal from mines on the short line, between O. & K. Junction 
and Three Mile, Ky., to Cincinnati and destinations in Central 
Freight and Western Trunk Line territories, has been recom- 
mended by Examiner John A. McQuillan, in a report on No. 
12601, Riverside Coal Co. vs. Ohio & Kentucky Railway Co. 
et al. The fundamental holding proposed is that the present 
rates from the points in question on the short-line railroad are 
unreasonable because and to the extent that they exceed the 
rates from the junction point. 

At present, and for a long time, rates on coal from mines 
on the short line have been made on combination, the rates 
on short-line coal being twenty cents higher than the junction 
point rates. The Louisville & Nashville opposed the request 
of the complaining company on the ground that the rates from 
the mines on its main and branch lines in the Hazard field, 
which the complaining company desired to have applied from 
its mines, are depressed and not a proper measure of a reason- 
able rate. The examiner advised the Commission that the tes- 
timony did not support the contention of the trunk line. 

As a compromise, the Louisville & Nashville proposed to 
establish proportional rates from the junction point 15 cents 
less than the rates from that point. The examiner, however, 
said that the mines of the complaining company and the inter- 
veners, who also have mines within the area embraced between 
O. & K. Junction and Three Mile are within the Hazard field 
and should be given group rates; also that the service that would 
be performed on coal from mines on the short line would be 
less than the service rendered by it from mines on its own 
branch and spur lines in that district, hence his recommenda- 
tion that the group rates be extended to the area between the 
two stations on the short line mentioned. 


COTTON, TEXAS TO FALL RIVER 


In the opinion of Examiner F. E. Early, expressed in a 
tentative report on No. 12371, Theo. Marcus & Co. vs. Director- 
General, as agent, illegal rates were charged on cotton, from 
Texas points to Fall River, Mass., in November and December, 
1918. His opinion is that the rates on carloads and less than 
carloads of cotton from Texas points to Watuppa, Mass., in 
May and June, 1919, were unreasonable. Therefore he has rec- 
ommended holdings to that effect; also that refunds and rep- 
aration be made. 

The shipments in question moved, either via Galveston or 
New Orleans, on through bills of lading over federally con- 
trolled roads and from the ports in ships of the Mallory Line 
or the Southern Pacific (Morgan Line), to New York, and thence 
by the Fall River Line of the New England Steamship Com- 
pany. Charges were prepaid, but undercharge bills were pre- 
sented and paid. The prepaid combinations were $1.245 and 
$1.25 from Dallas; $1.25 from Sinton, and $1.255 from Cuero, 
Tex., to Fall River and $1.315 to Watuppa. 

Examiner Early said the Commission should find the charges 
illegal to the extent that they exceeded $1.18 from Dallas and 
$1.15 from Cuero to Fall River, and that the rate to Watuppa 
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was unreasonable because and to the extent that it exceeded 
$1.29. 





RATES ON BRICK AND TILE 


Attorney-Examiner M. A. Pattison, in a proposed report on 
No. 11672, Mason City Brick & Tile Co. vs. A. T. & S. F. et al, 


a complaint attacking rates on brick, hollow building tile, - 


and drain tile, from Mason City to destinations in Iowa, 
Nebraska, South Dakota, North Dakota, Minnesota, and Wis- 
consin, and the relationship between the rates from Mason 
City and from competing producing points in Iowa and other 
states, said the record afforded no basis for a general readjust- 
ment of rates on brick and similar articles throughout that 
territory. He recommended a holding that rates on brick and 
hollow building tile from Mason City to destinations in Nebraska 
such as Lincoln, Grand Island, Central City, Beatrice, Hastings, 
and Holdredge are unreasonable and unduly prejudicial be. 
cause and to the extent that they exceed 15 cents to Lincoln; 
20 cents to Grand Island and Hastings; 17 cents to Beatrice; 
18 cents to Central City; and 23 cents to Holdredge, with rates 
to about a dozen other points in Nebraska in accord with the 
rates named. 

Pattison also recommended a distance scale for applica- 
tion to short hauls from Mason City into Minnesota on brick 
and hollow tile beginning with 6 cents for distances over 10 
and not exceeding 20 miles, graded in half cent advances for 
each ten mile block up to 100 miles, at which distance the rate 
is to be 9.5 cents. 

Another proposed holding is that rates to destinations in 
South Dakota are unduly prejudicial against Mason City and 
unduly preferential to shippers of similar commodities at Zumn- 
brota to the extent that to Sioux Falls, Madison, Mitchell, and 
Chamberlin they are less than one cent per 100 pounds lower 
than from Mason City, and to Britton, Aberdeen, Ipswich, Water- 
town and Redfield are more than one cent per 100 pounds in 
excess of those from Zumbrota to the same destinations. 

The examiner said the record was unsatisfactory as to the 
propriety of the relationship now existing between rates on 
brick and building tile on the one hand and drain tile on the 
other. Therefore, he confined his report to brick and building 
tile. 

Approval of the report would result in the carriers being 
left free to reduce rates from Mason City or to raise some of 
the intrastate rates in Nebraska and South Dakota. 

Pattison said the complainant, at the hearing, did not under- 
take to prove that it had borne any of the charges under the 
rates proposed to be held as unreasonable, nor any damage re- 
sulting from the undue prejudice and that, therefore, reparation 
should be denied. 


Examiner J. Edgar Smith has recommended the dismissal 
of No. 12605, Refinite Company vs. C. B. & Q. et al., on a hold- 
ing that the rates charged on four carloads of ground clay 
moved between: June 2, 1919, and March 19, 1920, from Ard- 
more, S. D., to Omaha and Kansas City, had not been shown 
to be unreasonable. The complainant called the commodity 
shipped ground clay. Smith said that that description was not 
adequate because the ground and burned clay had been burned 
into little grains or small cylindrical pieces, about three six- 
teenths of an inch in length and one-third that measurement 
in diameter. The clay, after being ground and burned so that 
the articles look like shaped pieces of ordinary brick, he said, was 
worth about $72 a ton and was used in water-purifying ma- 


chines. The carriers contended that it was a water-softening 
compound. Smith said that perhaps it was not a compound 


but it was not clay. He said it was a special clay found only 
around Ardmore, and subjected to special treatment. In May, 
1921, the carriers established a rate for filtering clay which 
is satisfactory to the complainant. The complainant sought 
reparation to the basis of the subsequently established rates. 


RATES ON LIME ROCK 


A finding of unreasonableness, of the imposition of ovel- 
charges, and an award of reparation have been recommended 
by Examiner E. L. Beach, in a report on No. 12619, Amalga- 
mated Sugar Company vs. Director-General, as agent, et al., as 
to rates and charges on shipments of lime rock from Flux, 
Utah, to Burley, Paul and McMillan, Idaho, between August 26 
and October 20, 1918. Beach found that the legally applicable 
combinations were $3.50 per ton to Burley and Paul and $3.80 
to McMillan. Much higher combinations were charged, 5? 
Beach said there were overcharges which should be refunded. 
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On October 20, 1918, on one day’s notice, the Director-General 
put into operation a rate of $2.20 a ton and to that basis the 
complainant asked reparation. Beach said the rates were un- 
reasonable to the extent that they exceeded $2.75 a ton. He 
said the company, in effect, asked for the retroactive applica- 
tion of the $2.20 rate. The rate he has recommended as rea- 
sonable for transportation in 1918 is the rate of $2.20 a ton 
inflated by 25 per cent, the amount of the advance allowed 
by the Commission in Ex Parte No. 74. He recommended rep- 
aration to that basis, amounting to $7,402. 


RATE ON AMMUNITION 


A holding that would require the Great Lakes Transit 
Corporation to remove an undue prejudice has been recom- 
mended by Examiner John A. McQuillan in a report on No. 
12593, Peters Cartridge Company v. Pennsylvania et al. The 
undue prejudice consists, according to the examiner, in the fact 
that the transit corporation is a party to a joint rate of 49 cents 
on small arms ammunition from Bridgeport and New Haven, 
Conn., to Duluth via Buffalo and a party to a joint rate from 
Kings Mills, near Cincinnati, to Duluth via Cleveland, of 79 
cents. 

The complainant suggested that the Pennsylvania was caus- 
ing the undue prejudice because, assuming that it absolutely 
controls the Panhandle, the Pennsylvania makes the rail parts 
of the rates from King’s Mills to Cleveland and Buffalo. The 
examiner pointed out that, even if it be assumed, that the Penn- 
sylvania could control the rate policy of the Panhandle, the 
Pennsylvania could not in and of itself remove the prejudice. 
Therefore, he said, it would be futile to make such an order. 
Withdrawal of the Pennsylvania from the traffic, he said, would 
not change the situation, because the other eastern trunk lines 
would continue to haul to Buffalo at the low rates. He also 
pointed out that the Panhandle and Pennsylvania had not been 
hauling much if any small arms ammunition from Kings Mills 
since 1916. 

After pointing out the inability of the Pennsylvania to con- 
trol the situation, the examiner said that the Great Lakes Tran- 
sit corporation, however, could control the situation by refusing 
to participate in the unduly preferential rate via the Buffalo 
route; that it is the only carrier serving Duluth from both Buf- 
falo and Cleveland, and that it is the only one which, by itself, 
could cure the undue prejudice. The Great Lakes Transit Cor- 
poration, the examiner said, did not defend the full measure of 
the through rate from the New England points of origin, confin- 
ing its justification to its own factor and to the seeking, for the 
future, of joint proportional rail-and-lake rates through Cleve- 
land from Central Freight Association territory. The rail car- 
riers all said the rates on small arms ammunition from Bridge- 
port and New Haven were lower than reasonable maximum 
rates. They said the rail-and-lake rates from New York to Duluth 
were made in relation to the lake-and-rail rates from New York 
to Chicago, which, in turn, were depressed by the competition 
through Norfolk, set in action by the lines serving the Virginia 
ports and reaching Chicago through the southern part of Official 
Classification territory. They said a rate of 49 cents per 100 
pounds on small arms ammunition, worth on an average of $35 
per 100 pounds, was ridiculous. 


CARLOAD MINIMA ON SHEEP, ETC. 


A proposal that the Commission restore the old minimum 
of 18,000 pounds on sheep, lambs, kids and goats in Official 
Classification territory, as it was until December 30, 1919, and 
make reparation to the complainants, but not to the interveners, 
has been made by Examiner Bronson Jewell, in a report on No. 
11700, National Live Stock Exchange vs. Ann Arbor, et al. An- 
other recommendation made by him is that the Commission hold 
that the rule with regard to mixed carloads of live stock has 
not been shown to be unreasonable. The rule provides that in 
mixed carloads the charges shall be based on the highest rate 
and highest minimum of any stock in straight carloads. 

Restoration of the old minimum of 18,000 in the standard 
car, however, is not the full recommendation. He advised the 
Commission to substitute for the 22,000 pound minimum put 
into operation by the Director-General, on December 30, 1919, 
minima varying with the size of the cars. The 18,000 is to 
apply, if Jewell’s recommendation is adopted, only on loads in 
the standard car not exceeding 36 feet and 7 inches in length. 

or cars not more than 40 feet long the minimum is to be 19,000 
Pounds; and for longer cars, 20,000 pounds. ~ 
Reparation to the basis indicated is to be made to Armour 
Company and New York Butchers’ Dressed Meat Company, 
Complainants in No. 11900, Armour & Co. vs. Director-General, 
et al., and No. 11699, National Live Stock Exchange vs. A. T. 
dl S. F. et al. It is to be denied to Swift & Company and the 
“oad England Dressed Meat and Wool Company, interveners in 
a 11900, because, as the examiner said, they had not shown 
at they had paid and borne the charges collected. 


According to the examiner, the evidence related almost 


baad to shipments in Official Classification territory, because 


ads in Southern Classification territory state their rates on 
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the per car basis. The classification, however, provides the 
minimum mentioned, hence the inclusion of the South in the 
proposed condemnation. 

The fight against the highest rate and highest minimum 
rule was made in the interest of the ‘diversified farmers,” in 
the territory bounded by Indiana and Michigan on the North 
and East and Texas on the South. They ship in mixed car- 
loads through co-operative associations, in competition with the 
shippers in straight carloads. The examiner came to the con- 
clusion that the expense of handling mixed carloads is greater 
than that of taking care of straight carloads, and therefore the 
rule had not been shown to be unreasonable. He said the record 
did not establish that the rule had placed an undue burden on 
the shipper of mixed carloads or that the unprofitable condi- 
tion of the live stock part of the diversified farmer’s business 
was due in any noticeable degree to the rule under attack. He 
said the cost of transporting mixed shipments must be con- 
siderably higher than that for straight carloads, although he 
said definite-data bearing on the difference in cost and revenue 
as between the two kinds of traffic had not been introduced in 
the case. He said it had been established that mixed carloads 
will not ordinarily load to the minimum, but an issue that might 
be made on that fact had not been properly made in this case. 
He added that undoubtedly the rule causes some hardships but 
that a method for arriving at a carload minimum that would 
be equitable invariably, and that would assure adequate revenue, 
had not been put forward in this case. 


SOUTH DAKOTA LIVE STOCK RATES 


A master scale of mileage rates to apply on ordinary live 
stock originating in South Dakota, east of a north and south 
line drawn through Yankton and Aberdeen, to destinations in 
other states on and east of the Missouri River, has been prepared 
by Attorney-Examiner W. A. Disque in a proposed report on 
No. 12268, Board of Railroad Commissioners of the state of 
South Dakota vs. Chicago & North Western et al. That standard 
is to be established, differentially, for application throughout 
the state. From points west of the Aberdeen-Yankton line and 
east of the Missouri River the rates are to be 5 per cent higher, 
to Chicago, St. Louis, Kansas City, and St. Joseph; 10 per cent 
higher to St. Paul and Des Moines, and 15 per cent higher to 
Sioux City and Omaha. From points in South Dakota west of 
the Missouri River, the differentials, Disque said, should be 10 
per cent to Chicago, St. Louis, Kansas City and St. Joseph; 15 
per cent to St. Paul and Des Moines, and 20 per cent to Sioux 
City and Omaha. 


Disque said that properly related rates should be established 
to other points, and in the reverse direction. He said, however, 
that carriers should be permitted, if they desired, to continue 
the parity of rates to Omaha and Sioux City. He also said that 
it was possible some readjustment should be made in rates and 
minimum weights within and from neighboring states, but that 
such a readjustment would require a broader inquiry than was 
possible in this formal complaint. He added that some instances 
of undue prejudice to points in states other than South Dakota 
might exist after the establishment of the rates recommended 
in this report, “although to a lesser exient than at present.” 
He said there was real need for greater uniformity and con- 
sistency, but that the record was not sufficient to correct the 
situation outside of South Dakota in a wholesale manner. 


In connection with the rates recommended, Disque said the 
minimum on cattle and calves should be 22,000 pounds; hogs in 
double-deck cars, 27,000; and sheep, double deck, 22,000. He 
said that rates on hogs, single deck, and horses and mules should 
be made 120 per cent of the rates on cattle and calves, with a 
minimum of 17,000 pounds. Sheep in single-deck cars, he said, 
should take 125 per cent of the rates on cattle on minimum of 
12,000 pounds. 

The object of the proposed order is to take the live stock 
rates of South Dakota off the high plateau on which they have 
existed for many years and especially since the percentage in- 
creases in the Fifteen Per Cent and Ex Parte 74 cases. 

The complaint was based on the fact that the rates from 
South Dakota were on a higher level than rates from states to 
the east and south thereof to practically every important market 
of consumption. When the South Dakota authorities filed their 
complaint, Nebraska and other states, but particularly Nebraska, 
intervened to-present an order for the removal of undue preju- 
dice, which would leave with the railroads the option of reduc- 
ing the rates from South Dakota or increasing those from the 
adjoining states. In his report Disque said it was understood 
that the complaining Board of Railroad Commissioners had not 
undertaken to make out a so-called Shreveport case, which might 
have necessitated increases in the Nebraska intrastate rates. 

“Complainant perhaps realizes that this is no time for in- 
creasing live stock rates,” said Disque. He added that the in- 
trastate rates in Nebraska were said to be higher, however, than 
those in Missouri, Iowa and Kansas. Therefore, an order to 
remove an undue prejudice, which the railroads might have 
executed by advancing the Nebraska rates, would have had the 
effect merely of increasing, instead of reducing the area of dis- 
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satisfaction, because the Nebraska rates would have then been 
brought up. 

In his report Disque said the rates on live stock from South 
Dakota are not made on any uniform or consistent basis. Each 
road, he said, charges what it deems proper, meeting special 
conditions in different localities, and particularly competition by 
other lines, by appropriate adjustments. 

“Incidentally,” said the report, “the live stock adjustments 
in the west generally are very haphazard and illogical. There 
are probably few sets of rates that reflect so many inconsistencies 
and discriminations. Whatever may be done in this case can be 
nothing more than piece meal work.” 

The master scale recommended by Disque covers distances 
up to 1,200 miles, beginning with a rate of 12.5 cents for dis- 
tances of 5 miles or less. It progresses by means of half-cent 
increases for each 5 miles in distance until 17 cents is reached 
for distances of 45 miles, but not more than 50; then by one- 
cent increases for 10-mile increases in distance up to 150 miles 
at which the rate is 27 cents; then by one-cent increases for 
15-mile blocks to 300 miles, for which distance the rate is 37 
cents; then by one-cent increases for 25-mile blocks to 600 miles, 
for which distance the rate is 49 cents; then by one-cent in- 
creases for 50-mile blocks to 100 miles, for which the rate is 


59 cents. The increase to 1,200 miles is one cent or a total of 60 
cents. 


RATES ON BOOTS AND SHOES 


Examiner Howard Hosmer is of the opinion, expressed in a 
tentative report on No. 12575, Selz-Schwab & Co. vs. Chicago 
& North Western, et al., that the rates on boots and shoes, in 
less than carloads, from Watertown, Lake Mills and Madison, 
Wis., to Chicago, between February 15 and November 25, 1920, 
have not been shown to be unreasonable in comparison with 
rates from Boston and St. Louis. He said the complainant 
had not shown itself to have been pecuniarly damaged by the 
rates on a lower basis from St. Louis and Boston than from 
the points of origin in Wisconsin, if they were unduly preju- 
dicial. He said the fact that rates from Boston and St. Louis 
were lower than from the Wisconsin points did not prove them 
unreasonable. He suggested that they might have been too 
low. On November 25, 1920, lower commodity rates were pub- 


lished from the Wisconsin points. Reparation to the basis of 
the lower rates was asked. 


EGGS, CLINTON, IA., TO EL PASO, TEX. 

A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Howard Hosmer, in a 
proposed report on No. 12537, Swift & Co. vs. Chicago, Bur- 
lington & Quincy et al., as to the rate on eggs, carloads, from 
Clinton, Ia., to El Paso, Tex., in October and November, 1918. 
The examiner found the applicable rate to have been $1.90. 
The rate collected, however, was $2.325. The overcharges have 
been refunded. Hosmer also found that the applicable rate was 
unreasonable because in excess of the intermediates. He rec- 
ommended a holding that the joint rate was unreasonable to 


the extent that it exceeded $1.525 and an order of reparation 
to that basis. 


LIVE STOCK TO SPOKANE AND TACOMA 

Examiner Elmer L. Beach has recommended the dismissal 
of No. 12562, Carstens Packing Co. vs. Camas Prairie, Director- 
General, et al., on a holding that the rates on live stock, from 
points in Montana, Utah, Idaho, California, Oregon and Wash- 
ington to Spokane and Tacoma have not been shown to be un- 
reasonable. Prior to December 31, 1919, rates were stated and 
published in amounts per car without regard to the weight of 
the lading. On that day the rates were stated in cents per 100 
pounds, with minima for the different kinds of live stock and 
the varying sizes of cars. 


RATES ON AUTOMOBILE JACKS 


A recommendation of dismissal has been made by Examiner 
Paul O. Carter, in a report on No. 12395, Chevrolet Motor Com- 
pany of California vs. Director-General, as agent et al., on a 
holding that third class rates on automobile jacks, in less than 
carloads, from Ashland, O., and Joliet, Ill, to Oakland, Cal., 
since January 1, 1918, were applicable to such shipments, and 
had not been shown to be unreasonabe nor unjustly discrimi- 
natory. The complainant asked the Commission to order the 
establishment of L. C. L. commodity rates on the jacks. 


RATES ON SODA ASH 

On a proposed finding that rates on soda ash from Hutchin- 
son, Kan., to Sand Springs, Okla., were not and are not unrea- 
sonable, or unduly prejudicial, Examiner F. E. Early has rec- 
ommended dismissal of the complaint in No. 12379, A. H. Kerr 
& Co. et al. vs. Director-Geneal, as agent, Sand Springs Rail- 
way Co., et al. Prior to June 25, 1918, a commodity rate of 16 
cents was maintained from Hutchinson to Sand Springs, the 
examiner said. On that date it became 20 cents and on August 
26, 1920, 27 cents. Complainants sought reparation down to 
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the basis of rates of 12 cents prior to June 25, 1918, 15 cents 


between that date and August 26, 1920, and 20.5 cents there. 
after. 


HOGS, NASHVILLE TO OKLAHOMA CITY 

Examiner Howard Hosmer, in a tentative report on No. 
12598, Wilson & Co., Inc., of Oklahoma, vs. Director-General, as 
agent, Nashville, Chattanooga & St. Louis Railway, et al., has 
proposed that the Commission dismiss the complaint on a hold- 
ing that rates on hogs, in single-deck carloads, from Nashville, 
Tenn., to Oklahoma City, Okla., in effect since June 25, 1918, 
were not and are not unreasonable, but that refund of out- 
standing overcharges should be made. 


RATE ON CORK WASTE 


A finding of unreasonableness and an award of reparation 
has been recommended by Assistant Chief Examiner Ulysses 
Butler, in a tentative report on No. 11770, Tallulah Cotton Oil 
Company vs. Alabama & Vicksburg Railway Company et al, 
because charges on a carload shipment of cork waste shipped 
March 3, 1920, from Beaver Falls, Pa., to Tallulah, La., were 


based on a through rate which exceeded a combination of the 
intermediates. 


RATES ON BOXBOARD 


Charges collected on shipments of boxboard, in carloads, 
from Hartford City, Ind., to Fort Wayne, Ind., during federal 
control, were not unreasonable or otherwise unlawful, according 
to a tentative report made by Examiner Howard C. Faul on No. 
12248, Fort Wayne Corrugated Paper Company vs. Director- 
General, as agent. Dismissal of the complaint is recommended. 
Charges were collected at a rate of 9 cents, minimum 40,000 
pounds, while the complainant alleged that the charges should 
have been based on a rate of 8 cents. 


RATES ON OYSTER SHELLS 


An award of reparation has been recommended by Exan- 
iner Burton Fuller, in a tentative report on No. 12287, Gulf 
City Manufacturing Company vs. Director-General, as agent, on 
a proposed finding that a rate on oyster shells, in carloads, from 
Apalachicola, Fla., to Mobile, Ala., during January, 1919, was un- 
reasonable. Charges were collected at the applicable combination 
rate of $6.50 per net ton, composed of the class P rate of $15 per 
car of 30,000 pounds, excess in proportion, to River Junction, 
Fla., plus the proportional sixth class rate of 27.5 cents per 
100 pounds beyond. The examiner recommended that the Com- 
mission find that the rate applicable on the shipments was 
unreasonable to the extent that the component from River 
Junction to Mobile exceeded $1.70 per net ton. 


SCRAP IRON, SILVIS, ILL., TO MOLINE, ILL. 


Dismissal of the complaint has been recommended by Ex- 
aminer Richard T. Eddy in a tentative report on No. 12526, 
Standard Rail & Steel Co. vs. Chicago, Rock Island & Pacific, 
Director-General, as agent, on a finding that a rate of 6.5 cents 
per 100 pounds charged for the transportation of three carloads 


of scrap iron from Silvis, Ill., to Moline, Ill., in June, 1919, was 
not unreasonable. 


MIXED CARLOAD RATES 


In a report on No. 12149, Armour & Co. vs. Erie and the 
Director-General, as agent, Examiner John A. McQuillan has 
recommended a finding of unreasonableness and an award of 
reparation as to rates of 12.5 and 17.5 cents per 100 pounds 
prior and subsequent to August 26, 1920, on mixed carloads 
of meat, packing-house products and canned milk, from the com- 
plainant’s plant in Jersey City to the docks of the Erie at Wee- 
hawken, for export. He said the Commission should find the 
charges unreasonable, because and to the extent that they ex- 
ceeded $12.50 a car prior to and $17.50 a car subsequent to 
August 26, and that reparation should be awarded to those bases. 


RATES ON TABLE OILCLOTH 


A holding that rates on table oilcloth were unreasonable 
because and to the extent that they exceeded those on floor 
oilcloth has been made by Examiner Leo J. Flynn, in a report 
on No. 12424, Love-Warren-Monroe Co. vs. C. M. & St. P. et al. 
He also recommended reparation. The shipments in question were 
made between May 29, 1919, and January 26, 1921, from Peekskill, 
N. Y., and Rock Island to Tacoma. The complainant questioned 
the sufficiency of the answer to the complaint made by the 
Director-General, on the ground that it did not disclose the 
defense that might be expected. The examiner said that, in sub- 
stance, the answer was a general denial, and that, under the 
rules of the Commission, such general denial is sufficient. 


DISTRIBUTION OF GRAIN CARS 
Examiner J. Edgar Smith has advised the dismissal of = 
12662, Farmers’ Grain Company vs. C. R. I. & P. The or 
alleged that the Rock Island, in August and September, 1920, 
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nad violated the law by unjustly discriminating against it in the 
distribution of cars at Prairie Home, Neb., in the period of car 
shortage, to its damage in the sum of $2,300. Smith said the 
Rock Island placed cars in the exact ratio of grain offered for 
shipment in elevators and immediately available for loading. 
The complainant contended that the amount of grain in the 
country adjacent to its elevator had not been considered. Smith 
said the test was the amount of grain in the elevators and 
immediately ready for loading into the cars. 


RATES ON GROUND WORMSEED 


An order of dismissal has been recommended by Examiner 
J. Edgar Smith in a report on No. 12572, Standard Chemical 
Manufacturing Co. vs. Chicago & North Western et al., on the 
ground that the first class rating and rates on less-than-carload 
shipments on ground wormseed from Chicago and from South 
Elgin, Ill, to Omaha, prior to April 1, were not unreasonable. 
The inspectors changed the rating of third to first on a holding 
the ground seeds were crude drugs, while the skipper contended 
that the commodity was a seed, nevertheless. The ground worm- 
seed igs used in hog condition powders. In large doses it is a 
violent poison. 


LESS RAILROAD REGULATION 


Less government regulation of the railroads was. advocated 
by George H. Cushing, managing director of the American Whole- 
sale Coal-Association, in an address before the Detroit Associa- 
tion of Credit Men, October 25. He said in part: 

“If we cannot reduce the cost of government and if the 
present business cannot support that cost, we must have more 
business. We must create new wealth. 

“The mere creation of wealth at the point of production is 
of no value. We must match our growth of business with our 
expansion of transportation facilities. 


“We had (in 1920) so few railroads that the Commission 
felt constrained to whittle the business of the country down 
to the size of the carriers. And yet, yhen it was proposed to 
create new carriers, the Commission practically forbade it on 
the theory that ‘we want no unnecessary carriers in America.’ 

“What are we doing to get the transportation facilities neces- 
sary to handle the larger volume of business which must be 
done if business is to be able to pay the cost of government? 
Nothing. Instead, we are throttling the growth of our railroads. 

“The railroads everywhere have failed to keep pace with 
the growth of business. With carriers lagging and with business 
trying to forge ahead, we have come face to face with this 
problem: The world wants to move and can’t. Business wants 
to grow and can’t. The pent-up energies of the people of the 
world want to find expression in business activity, and. that 
is found impossible. 


“We have found a people pulsing with a desire to move. 
We have prevented them from moving in business because our 
public men wanted to play with our transportation facilities. 
When these restless men were deprived of the normal outlet 
for their energies they turned their attention to politics. 


“I do not say that government should take no notice 
of those abuses which have grown up in transportation finance 
and industry. I do not advocate that government should aban- 
don the people to the mercy of those who hold the might which 


money gives. That is, I have in mind an entirely different sort 
of control. 


“The modern railroad is a sublimated King’s Highway. It 
ought to be true that an offense against the state or good public 
policy committed on or in connection with this new King’s High- 
way would be considered far more serious than the same offense 
im any other part of the realm. 


“I believe that any act which would tend to weaken or 
destroy a common carrier should be nominated as a crime against 
the whole people and the state. That language is broad enough 
to embrace all offenses from robbery of the transportation com- 
pany and stock watering down to and including a conspiracy of 
employes to stop the operation of trains. Anything which stops 
or tends to stop the service of transportation in a modern nation 
18 a Crime against the whole people. That crime is comparable 
to treason and should be punished as such. It is no fit punish- 
ishment merely to discharge the offender or to subordinate him, 
henceforth, to some government clerk. 


“I believe it is possible for Congress to enumerate and define 
the offenses against good public policy which can be committed 
on the railroads. I believe it is possible for Congress to fix a 
Penalty which fits the crime. I do not exclude from my list of 
Punishments either capital punishment or confiscation of the 
Property involved in the offense. 


“I believe that, having thus protected the public interest, 
the government should not concern itself with the details of 
operation or with the measure of profit that may be made by 
competent or shrewd managers. 

, I believe that if that change in our national attitude can 
— Place, we will have released the energy now devoted to poli- 
les to the development of our peaceful pursuits.” 
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HARDING: AND REDUCED RATES 


The Trafic World Washington Bureau 


The weight of President Harding’s advocacy of reduced 
rates as a method for restoring normalcy is generally believed 
in Washington to have turned the balance of the Commission’s 
scales in favor of the report it made on theWestern grain rate 
case. His views are also believed to have had weight in the 
Western livestock case, although not so great as in the grain 
case. 


This is not to say that it is believed that he shook his finger 
in the faces of the Commissioners and told them they had 
better decide in favor of lower rates. He never has been known 
as a “strong-arm worker” in politics, and there is no evidence 
of his having done any such thing. The evidence consists largely 
in the mere fact that the Commission has done about what it 
is known he wished done, and that some of the things it has 
done have even been announced at the White House as his 
doings. 

The impression that it was the President’s influence that 
caused the scales to turn toward the anti-railroad side of the 
grain case grows out of three or four acts of his. The first of 
them was his stroll over to the Commission’s offices when he 
inquired as to the facts about rates, and the steps, if any, taken 
by the railroads and the Commission toward bringing them 
down. As to what he said when he went to the offices of the 
Commission, no formal statement was ever put out. The news- 
paper men, however, were told that the President had gone 
there to get personal information as to what had been done 
and how the question of rates was being handled. The intima- 
tions at the White House and the declarations of commissioners 
as to what had been said at the time of the President’s visit 
tallied closely. 


The second thing was the issuance of a statement by the 
White House publicity department telling about the 7.5 cent 
reduction on export ex-lake grain and the adjustments in grain 
rates incident thereto. The narration of the White House, while 
correct in detail as to the method by which the readjustments 
had been made, created the impression that they were the 
result of the White House advocacy of reduction in the cost of 
transportation, as if the President had been following up what 
he had said in his address to Congress on April 12, and had 
obtained results. 


Those two things were done before -the railroad brother- 
hoods brought the railroad situation to a critical stage by put- 
ting out their strike order. A few days before they did that, 
the President had arranged to bring the Commission and the 
members of the public group of the Labor Board into touch 
with each other. The public group members arrived just in 
time to get into the limelight and to cause the inference to be 
drawn that at the conferences held on their visit to Washing- 
ton a Harding plan for averting the strike was worked out. 


The call of the public members on the Commission, under 
the personal guidance of the President, was made while the 
Commission was considering the grain rate case. In fact, the 
Commission received the public group members in its confer- 
ence room, postponing consideration of that case to take up 
whatever proposals were made to it by the public group mem- 
bers. 


Another fact that has tended to confirm the impression 
that the atmosphere created by the President’s advocacy of 
lower rates was the: weight that turned the Commission, is 
that several times before, during and after the visit of the 
public group members, Chairman McChord called at the White 
House. The White House also. helped create the impression 
that its influence was being felt, by suggesting, October 18, 
that the newspaper men watch for developments in the matter 
of reduced rates. The White House seemed to know in advance 
of its promulgation, about the report that it would be a rate- 
reducing document. Of course, the White House was not alone 
in holding that idea. Those who remembered the live stock 
report and had heard the testimony in the grain case were of 
the same mind, but the White House at all times seemed posi- 
tive about its ground with regard to that case. 

The beginning of President Harding’s drive for rate reduc- 
tions was made in his address to the extraordinary session of 
Congress, April 12, when he said, in concluding his remarks 
about high transportation charges: “Railway rates and costs 
of operation must be reduced.” How that was to be done was 
never made clear by him. His declaration caused discussion 
in which an effort was made to find out just how he proposed 
accomplishing the reduction of rates and costs of operation. 
They were unavailing, except that he said he was not in favor 
of general percentage reductions. 

Nothing more was done by him, although some of his cab- 
inet members continued talking, until May 31. On that day it 


became known that the White House view was that nothing 
had been brought out by the Cummins general railroad inquiry 
other than the claim of the railroad executives that rates could 
not be reduced immediately, and that the administration was 
not inclined to accept that view (Traffic World, June 4, p. 1201). 
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On that day he had as his guests at lunch Senator Cummins 
and Director-General Davis. 

The next day, June 1, he astonished Washington by walking 
over to the Interstate Commerce Commission offices. He went to 
Chairman Clark’s office and asked the chairman for an oppor- 
tunity to meet all the members of the Commission. After his 
return to the White House it was stated unofficially that he 
had called informally because he recognized the Commission 
as the rate-making agency of Congress and, inasmuch as he had 
the right to communicate directly with Congress, he wanted 
to communicate directly with the agency. He made inquiry 
regarding the progress in the revision of numerous rates in 
which the horizontal advance put a burden on some commodi- 
ties that, in the opinion of the complainants, was greater than 
the traffic would bear. According to the White House under- 
standing of what had happened he was gratified to learn that 
the Commission had been working on revision by the process 
of obtaining concerted action by shippers and carriers. The 
specific matter he had in mind was the possibility of a modifi- 
cation of the fruit rates as to which there had been so much 
complaint from the west. He was gratified, White House offi- 
cials indicated, to learn that many inequalities had been elimi- 
nated, although the public had had but little information about 
the elimination. His desire to be helpful to the commissioners 
wherever possible, it was said, was the reason for his call. 

After the discussion as to what the President meant by 
reductions in rates had been going on for nearly two months, 
the White House said (Traffic World, June 11, p. 1251), that 
he had no idea that general percentage reductions should be 
made. His idea was that there might be some commodities 
on which the increases bore too heavily and on which the rail- 
roads might well make reductions. 


By that time the guarded utterances of the commissioners 
respecting the President’s visit of June 1 indicated that he had 
not said anything which they construed as a request by him 
that the Commission reduce rates and that he was astonished 
that so little publicity had been given to the rate revisions that 
had been made by the time he called at the Commission offices. 


Another move by the White House, which is now taken as 
indication of the President’s desire to have his influence reach 
the Commmission, was the statement given out at the White 
House August 12, in which it was claimed that the reduction 
of 7.5 cents on ex-lake grain for export was one of the admin- 
istration’s achievements for the benefit of agricultural interests 
(Traffic World, August 20, p. 353). 


On October 15 President Harding made public entry into 
the question of freight rates and wages by bringing together 
the members of the Interstate Commerce Commission and the 
public group of the Labor Board (Traffic World, October 22, p. 
815). The members of the public group on October 16 published 
a statement suggesting that as a part of a plan for the settle- 
ment of the disturbed railroad situation, “the railroads translate 
the wage cut of last July into rate reductions and withdraw 
from their plan for further wage reductions until these rate 
reductions have been made.” 


While the White House did not specifically have anything 
to do with the statement of the Labor Board, practically every 
man with mental ability strong enough to add two and two 
regarded the utterance of the members of the public group of 
the Labor Board as the utterance of the President. He had 
called them to Washington to confer with the commissioners 
and in every way possible had indicated to the public that he 
had committed to the three members of the public group the 
handling of the wage part of the prospective strike situation 
by them. Therefore, when they put out a plan for settlement 
which called for a translation of the wage cut into rate reduc- 
tions the public regarded that as equivalent to a statement by 
President Harding of how he thought the threatened strike 
should be averted. 


The decision in the western grain case is the forerunner, 
it is believed, of a similar decision on the complaint of the 
Southern Hardwood Traffic Association, arguments on which 
were completed October 10. It is part, it is believed, of 
the translation of the July reduction in wages into freight 
rate reductions, mentioned in the statement of the public group 
of the Labor Board the day its members arrived in Washington. 

In the printed copy of the decision the statement is made 
that the case was decided on October 20, two days before it was 
given to the public. There had been so much talk about the 
imminency of the Commission’s decision and its general char- 
acter that the only questions left, after the White House inti- 
mation had been given, were as to time of promulgation and 
the amount of the cut. Answers to them were forecast with 
a fair degree of accuracy. So many facts indicating the gen- 
eral character of the decision became known by October 20 
that speculation ran wild. It spread to such an extent that 
prophets estimated that there would be a 17.5 per cent reduction 
in rates on all heavy loading commodities. The magic figures, 
17.5, came from intimations that half the Ex Parte No. 74 ad- 
vance in grain and grain products would be wiped out. Inas- 
much as the advance in the western group was 35 per cent, the 
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talk of a 17.5 per cent decrease in rates was nothing but q 
mathematical calculation consisting of dividing 35 by 2. 

The impression was strong among those watching for 
evidences of prospective cuts in rates by Commission, that 
in connection with, or about the time, it announced a decision 
in the grain rate case it would reopen Ex Parte 74. It is recalleq 
that in the live stock case the Commission observed that the 
railroads had not carried out its admonitions to restore long 
standing relationships, and those admonitions would furnish 
reason for reopening case, if one were desired. 


FARM BUREAU LIKES GRAIN DECISION 


“The decision of the Commission in the western grain case 
means a reduction in transportation costs to the farmer in the 
grain belt of approximately $40,000,000 annually,” said a state. 
ment issued, October 24, by the American Farm Bureau Fed- 
eration, prepared by Clifford Thorne, general counsel. “But 
that is not the most significant factor of the decision.” 

“By this act, cOupled with the recent order on live stock 
rates, the Commission has broken down the barriers of high 
freight rates and has overruled the contention of the carriers 
that rates must not be reduced until further reductions in wages 
are effected. 

“This also sustains the position of the Farm Bureau in its 
petition recently filed with the Commission as to the basic con- 
modities. We asked for a reduction of from 10 to 20 per cent 
immediately, with subsequent reductions as fast as reductions 
in operating costs could be effected, until the entire increases 
of last year, ranging from 25 to 40 per cent in the various re- 
gions, shall be completely eliminated. 

“This is a great victory for the principle of public regula- 
tion. At a time when the railroads declined to give any relief, 
or to share with all other industries the declining prices forced 
upon business by the after-the-war conditions, the federal govern- 
ment, through the Commission, tells the railroads that they must 
share in this readjustment. 

“Great credit is due to the state railroad commissions for 
their magnificent help rendered. The only two shippers’ organ- 
izations participating in the trial were the American Farm Bu- 
reau Federation and the Farmers’ National Grain Dealers’ As- 
sociation. 

“Our application for a reduction in the freight rates on 
basic commodities filed with the Interstate Commerce Com- 
mission is cared for so far as the immediate reduction on grain 
and grain products is concerned, because grain is a basic com- 
modity. However, our application asks for further reductions 
just as rapidly as operating expenses will warrant the same in 
the future, until the entire increases of last year have been 
completely eliminated. 

“The first issue has been decided in our favor on this com- 
modity. The second issue of our application has not been tried 
out as yet. On this second issue rests the whole transportation 
policy of the Farm Bureau. This case just closed only involved 
grain and grain products in the western territory, and _ inci- 
dentally a few hauls in the East, while our application covers 
the entire nation and other basic commodities in which the 
farmer is interested.” 


STRIKE COMPROMISE CONDEMNED 
The Trafic World Washington Bureau 


No official of responsible standing would say anything, for 
publication, about the Labor Board’s declaration that, on ac- 
count of press of other business, it could not reach applications 
for wage reductions for months to come. Privately, more thal 
one shrugged his shoulders with disgust. A few swore and 
made remarks about the quality of a court that would publicly 
announce that, because of a long docket, it could not give relief 
to litigants other than those involved in cases already docketed. 

Generally speaking, the announcement was regarded as 4 
surrender to the railroad -brotherhoods with a promise that the 
judicial body created to decide disputes about wages and work- 
ing conditions would cease to function for the very purposes 
of its creation on the plea that it had so much other work to 
do it could not think of taking on any more. 

The inclination of those not beholden to President Harding 
for office was to hold him responsible for a “compromise” that 
consisted of “strong-arming” the railroads by shutting them 
out of the only tribunal having jurisdiction over the matters 
in dispute. 


SEPTEMBER RAILWAY REVENUE 
The Trafic World Washington Bureas 


Reports from 36 class I roads on revenues and expenses 
for September received up to October 28 by the Commissiot 
show a net railway operating income for those roads of $14; 
000,000, as against $12,500,000 in September a year ago. The 
revenues dropped from $96,000,000 a year ago to $74,000,000 and 
expenses from $80,000,000 to $56,000,000. These figures cover 


25 roads in the eastern district, four in southern and seve. . 


in the western. 
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October 29, 1921 


STRIKE CALLED OFF 


There will be no railroad strike. After eleven hours’ de- 
liberation, the brotherhoods and the switchmen’s union decided, 
shortly before midnight of October 27, to withdraw the strike 
orders which had been in the hands of the general chairmen 
of these organizations in various localities for a week and a 
half. 

It was agreed, when the joint conference opened, that the 
five organizations would be bound by any decision passed by 
qa majority of the organizations as such. The resolution which 
declared the strike off was adopted in succession by the engineers 
and the trainmen. It was then turned down by the enginemen 
and firemen, following which the conductors voted in its favor, 
making a vote by the switchmen unnecessary. 

The only authority possessed by the brotherhood heads and 
their executives, as explained by them at the board hearing, 
October 26, was one which enabled them to call off the strike 
in the event of a satisfactory settlement. The resolutions were 
not made public at the close of the meeting, but expressions 
from men who had been in attendance indicated that the “satis- 
factory settlement” on which the recall was based consisted of 
the assurances by the rail executives and the board that all 
moves toward lower wages and revised rules would be made 
in a strictly legal manner, the assurance by the board that 
it would not allow the railroads to flout its decisions and— 
what was particularly stressed—the memorandum issued by the 
poard, October 25, in which it said that any future request for 
wage reductions would be placed at the bottom of the docket 
—another way of saying that there would be no wage cuts for 
several months, at least. 

The supposition that this memorandum was the prime fac- 
tor of the labor men’s decision was strengthened by the fact 
that they were sufficiently interested in it to invite Ben W. 
Hooper, public member of the board, to their meeting October 27 
in order to explain its import. Mr. Hooper was closeted with 
the men for over an hour, and it was after his visit that the 
growing sentiment in favor of calling off the strike became 
apparent. After his visit to the labor conference, Mr. Hooper 
issued the following statement: 

“The Railroad Labor Board did not send me before the 
brotherhoods and only two or three members knew I was going. 
I went to talk to the representatives of the organizations, as a 
man, a citizen, and a member of the board, with the hope that 
I might make myself useful in averting the strike. Perhaps, I 
went by invitation, certainly by agreement, and the brother- 
hoods sent Mr. Whitney, vice-president of the trainmen, to 
accompany me to their meeting place. 

“The immediate occasion of any appearance before the 
leaders of the employes was this: 

“Day before yesterday, I submitted to the Railroad Labor 
Board a memorandum bearing indirectly upon the strike situa- 
tion which was adopted. By an awkward oversight this memo- 
randum did not reach the chief executives of the brotherhoods 
until last night, and had not yet been presented to the com- 
mitteemen and chairmen present in the.city. This memorandum 
was laid before the executives of the carriers on the day it was 
adopted. I read this memorandum to the several hundred 
officers of the brotherhoods this morning, and in addition, 
addressed them along general lines, urging every consideration 
possible against the strike. 

“Naturally, it was not within the proprieties for me to 
commit the board, or even myself, to any given action on any 
question that may hereafter come before the board, further 


than the course of procedure set out in the memorandum re- 
ferred to. 


“That memorandum, briefly stated, expresses the purpose 
of the board to complete its consideration of the rules and 
working conditions of each class of employes before taking up 
the consideration of any application affecting the wages of that 
particular class, and gives ample reasons for that course. These 
reasons it is, perhaps, not necessary to recapitulate. 


“In my judgment, that memorandum constitutes the only 
practicable basis for an honorable adjustment of the present 
strike trouble, and it works absolutely no injury to anybody. 
It is well within the discretion and power of the board to fix 
the order in which it will consider and dispose of the matters 
before it. ; 

_ “If this memorandum has the effect of removing the prin- 
cipal causes of friction from immediate operation, it has an 
additional virtue. 

_ My meeting with the men was extremely agreeable and 
Satisfactory, and I was accorded a friendly and courteous hear- 
ing. I was requested to remain to hear expressions of opinion 
from several of the leaders. What these expressions were, I 
am not at liberty to state, other than to say that they were 
conservative and in good spirit. 

I have no predictions to make. The matter is in the hands 
of the organizations. I can only state that I am hopeful, but 
hot sanguine.” 
At the beginning of the afternoon session, W. G. Lee, presi- 
t of the Brotherhood of Railroad Trainmen, assumed open 
active leadership of the anti-strike movement. The result 


den 
and 
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was the appointment of a committee, headed by T. C. Cashen, 
president of the switchmen, which drew up the peace resolution 
at the evening recess. A four-hour debate followed and then 
the vote. 

Labor leaders refused to comment on the resolution other 
than to say that they were satisfied and relieved that they were 
not to strike at the present time. Some saw in the expression 
of L. E. Sheppard, chief of the conductors, that it was impos- 
sible “to strike against the government,” a realization on the 
part of the men that the federal government was preparing to 
take a hand in the situation via the injunction route. Mr. Lee 
was the only brotherhood head who spoke freely. He appeared 
jubilant and told a group of newspaper men about the sheaves 
of letters he was receiving from wives and dependents of train- 
men, begging him to do all in his power to avert a strike. “I 
thank God,” he exclaimed, “that I will be able to answer each 
one of those letters in a reassuring way.” 

Hooper and Walter McMenimen, the latter a labor member 
of the board, were the only men still in the board offices when 
the action of the unions became known. The former said that 
he was glad all the hard work of the board had not gone to 
waste. “A strike at this time would have cost the country 
more than the Civil War,’ he said, “and would have set the 
country back on its way of progress just about as much as 
that conflict did. The board will have a meeting, October 28, 
but it will be a much different meeting from the one we were 
intending to hold.” 

McMenimen refused to make any statement other than to 
say that he was pleased and glad to have had a part in the pro- 
ceedings. It was to him that a delegation had appealed, early 
in the afternoon, urging a postponement of the board’s decision 
declaring the brotherhoods to be in violation of decision No. 
147, which it had rumored was ready for issuance, until the 


labor men’s conference had time to consider the entire matter 
fully. 


Railroad Strike Hearing 


The conference at which the strike was called off followed 
a hearing before the Labor Board in Chicago, October 26, 
called to ascertain whether the railroad brotherhoods had vio- 
lated the board’s wage cut decision (No. 147) by issuing strike 
orders. The attitude of the leaders cited was so markedly 
antagonistic that it was not thought that a finding of the board 
that they had broken the board’s order and the spirit and letter 
of the transportation act, would alter the labor leaders’ course. 

Seven hours of oratory, debate, and interrogation brought 
out nothing but facts to substantiate this impression. The 
brotherhood leaders, while evasive in many of their answers to 
questions put by board members, were frank in saying that 
strike orders already issued could not now be recalled—and 
they added, in almost as many words, that they would not recall 
them if it were in their power to do so. 

Although it was the general chairmen of the railroad brother- 
hoods who were cited to appear before the board, and although 
the railway executives were asked to be present only incidentally, 
the latter far outnumbered the labor men in the hall when the 
hearing opened. 

A roll-call revealed only a small percentage of the general 
chairmen present, which evoked an inquiry from the board as 
to whether anything had been done by the chief executives of 
the brotherhoods to discourage their attendance. President Lee, 
of the trainmen, maintained that he had asked all the general 
chairmen of his organization on the lines involved to be present. 
The presidents of the other four cited organizations, however, 
admitted that they “had not considered it necessary” to bring 
these men to Chicago, since the presidents and their executive 
committees had been authoriezd to speak for their entire or- 
ganizations, and that the general chairmen had been so advised. 
In. making his statement on the subject, T. C. Cashen, president 
of the switchmen, aroused the ire of Chairman Barton, who in- 
terrupted to inquire: - 

“Did you take it upon yourself to substitute your orders 
for those of the board which demanded that these men be present 
today?” 

To which Cashen replied that “perhaps he had been a little 
presumptious.” 

A short statement of the issues involved was read by Mr. 
Barton following the roll-call. He warned those present not to 
carry the discussion beyond the two reasons for which the hear- 
ing had been called and defined them as: “First, has there been 
a violation of decision No. 147 by the brotherhoods or is one 
threatened? Second, what other causes exist that are causing 
or are liable to cause an interruption of traffic; that is, what has 
either side done or what is it going or threatening to do that 
may lead to a stoppage of work and, particularly, what was the 
nature of the exchange of propositions that occurred between 
the executives and the executives of the labor organizations at 
a conference held in Chicago on October 14, 1921, and what dis- 
pute resulted therefrom and to what extent are said disputes 
the occasion of the threatened interruption?” 

The interrogation of the brotherhood presidents was carried 
on by Ben W. Hooper, public member of the board, as chairman 
of the board’s, judiciary committee. The questions asked each 
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brotherhood leader were of a similar nature, but the answers 
varied greatly and each questioning was preceded by a state- 
ment from the president under fire. Among the questions asked 
each brotherhood head was as to how many and on what roads 
the strike vote had failed to carry. The trainmen presented a 
list of 14, the conductors 23. The engineers and the firemen 
and enginemen said the information was not available, but that 
it would be furnished. Mr. Cashen said the switchmen were 
unanimous in the decision to strike, to the extent that on each 
individual line a vote in excess of 66% per cent in favor of a 
strike was polled. 

Mr, Hooper tried and, to a certain extent, succeeded in 
clarifying the strike issues. All the brotherhood heads insisted 
that the strike vote was taken on the question of the 12 per 
cent cut authorized by decision No. 147, but copies of the ballot 
introduced carried lengthy statements which included a recital 
of other grievances, including possible further wage cuts and 
revisions in overtime rules. The ballot proper began with the 
declaration: “I have carefully read the foregoing statement 
and aes 

Cashen, and Carter, of the firemen and enginemen, insisted 
that the statement had been placed before the men because the 
resolution passed by the general assembly of general chairmen 
in July, said that “all the matters involved should be put be- 
fore the men.” 

“Do you consider that ‘matters involved’ included things 
away off in the future—things merely within the bounds of 
possibility?” asked Mr. Hooper. 

“We thought that what was set forth in that statement was 
merely a history of the things we had done for our members,” 
said Mr. Carter. 

“Well, I’ll ask you this,” continued the board member. “Do 
you think that it is fair to place a strike ballot before your men 
containing all sorts of irrelevant, inflammatory matter and then 
come before us and insist that the strike vote was taken and 
passed on the single question of the wage reductions under de- 
cision No. 147?” 

“We think it was imminently fair to place the whole situa- 
tion before the men,” Carter replied. ‘And furthermore, he 
added, “if I were asked for an opinion I’d say that not 20 per 
cent of the men read that statement.” 

“Then,” said Hooper, “they do not know what they are 
striking for, do they?” 

“I should say they do,” said Carter. “And they know very 
well that it is the wage cuts carried in decision No. 147.” 

The same sort of a ‘round-the-circle argument as to the con- 
tents of the strike ballots was carried on with each one of the 
brotherhood heads. With some the board had less trouble, with 
others more, particularly with W. S. Stone, grand chief of the 
engineers, who proved to be the stormy petrel of the session. 
He started in when the moving picture men got bothersome and 
the flash lights of the photographers made the air smoky by 
entering a “formal protest.” And when the chairman of the 
board said that he was not in a position to eject the men, Stone 
said: “If your honor will allow me to take charge of them I'll 
set a few of my strong arm men to work and clear them all out 
in a hurry.” 

The incident is related as showing the attitude that Stone 
and his colleagues, with the possible exception of Lee, assumed 
through the entire hearing. Before the afternoon session closed, 
Chairman Barton asked each of the five union heads four ques- 
tions, the last of which was: “In case this board should declare 
the proposed strike illegal will you do all in your power to see 
that the board’s orders are carried out?” Not one of the five 
union heads answered “yes” to the question. The answers 
ranged from the assertion of Cashen that he had no power to 
exercise, through various grades of negatives, including the re- 
fusal of Stone to answer, to Carter’s emphatic ‘‘No.” 

Two of the other questions were also answered by all five 
brotherhood chiefs in the negative. They were: 

Suppose you, the chief executive of your labor organization, or 
your executive board were to issue an order or a statement that a 
ee not occur, do you think that a strike: would be pre- 
vented: 

If the board should declare that a strike is not justified and 


should not occur and direct that the employes should not strike, 
would that order be obeyed? 


Answering the question as to who had authority to rescind 
the strike order, Mr. Carter said that the laws of the Brother- 
hood of Enginemen and Firemen provided for a referendum on 
the question in case no satisfactory settlement had been arrived 
at. None of the other four organizations, it developed, had any 
mechanism for calling off a strike except in the event of a satis- 
factory settlement. The brotherhood heads all differentiated be- 
tween “calling” a strike and “permitting” one. They said the 
men had voted to go out and that their part in the matter was a 
passive one, consisting merely of withholding a veto from the 
decision of the men. 

The expression “satisfactory settlement” was bandied about 
a great deal, but its definition was not given until Mr. Carter 
had read into the record a fragment of a resolution passed by 
his executive committee early in October, in which they de- 
manded a “restoration of the wages in effect on June 30, 1921, 
with reparation to the men of the difference between the old 
and the new rates of wages paid since that time.” 
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“Suppose you read the whole of the resolution,” said Mr. 
Hooper. 

And Mr. Carter enumerated the other conditions of a satis. 
factory settlement as contained in the resolution, which were, 
first, no further attempts at wage reductions; second, restoration 
and retention of time-and-one-half pay for overtime; and, last, 
agreement on the part of the executives to refrain from any 
attempt to change rules and working conditions for a stated 
period of time. 

“But,” Carter added, “you fellows aren’t wise to the game. 
When we sit down with the railroad managers it’s a poker game 
without cards. We usually ask for a lot more than we expect 
to get.” 

Mr. Lee, of the trainmen, was the only one of the labor 

leaders who expressed a desire to see the matter cleaned up 
without a strike. 
“We seriously question the jurisdiction of the board in this 
strike. We were told when the transportation act was passed 
that it did not forbid strikes. It clearly does forbid strikes be. 
fore the board rules on a dispute. The logical conclusion is, 
therefore, that we can strike if the board’s decisions do not suit 
us. So far as the ‘status quo’ you ordered us to maintain is 
concerned, I hope that it will be maintained not only until after 
this hearing but permanently.” 

“Would you sit down with these gentlemen from the rail- 
roads and confer with them now if you had the chance?” asked 
W. McMenimen, labor member of the board. 

“We gave them their chance,” said Lee. “It’s too late now.” 

Stone’s stormy hour was occasioned by his desire to place 
into the record a list of 40 roads which he claimed had been 
violating decisions of the board with impunity. This, Chairman 
Barton at first refused, saying that the hearing had been called 
to consider violations of decision No. 147 only. After a hot tilt, 
however, Stone was allowed to proceed with the reading of his 
list, which consisted of three roads already in the hands of re- 
ceivers, two of which have removed violations, two others, the 
cases of which are still pending, and 33 short lines, the question 
of the jurisdiction over which is now before the board. 

it finally developed that the only road that had proceeded to 
revise rules in an illegal manner was the Cincinnati, Indianap- 
olis & Western, on which overtime rules had been abrogated 
without permission by the board. B. A. Worthington, president 
of that line, said the train and engine service men had simply 
refused to confer and, therefore, he had been under the impres- 
sion that no dispute existed. “I stand willing to refund all the 
money the men have lost through the new rules if the board so 
orders. We would like to have the board order these men to 
confer with us.” 

“Tf you were told that your action displeased the board and 
that it set a bad example to these men here, would you be willing 
to restore the old rules until the board could investigate the mat- 
ter?” asked Hooper. 

“We would not only be willing, we would be glad to do so,” 
answered Mr. Worthington. 

“Thank you,” said the board member, “that spirit is a splen- 
did example of what we would like to meet among the workers.” 

Mr. Hooper conducted the examination of the man in a 
dignified manner, something which proved a difficult feat in 
view of the tendency of these men to get off the track. “We 
want,” shouted Stone at one stage of the proceedings, “this board 
to give us the same consideration it usually gives the people 
on the other side.” 

“I assure you, Mr. Stone,” replied Hooper, “that your in- 
terests are as much at our hearts as those of the railroad cor- 
porations. But neither of you, in our opinion, deserves as much 
consideration as the public at large.” 

The executives’ stand was explained in a short statement 
by T. DeWitt Cuyler, chairman of the Association of Railway 
Executives. He told, briefly, the history of the controversy and 
said that the proposals laid before the executives at their Chi- 
cago meeting, October 14, were the same as those advanced last 
July, and which were then refused. 

“We intend to carry out our duty to the public as expressed 
in the resolution passed at that meeting and subsequently made 
public,” he said. 

“Is it the intention of any of the member roads of your 
association to make wage cuts or revise rules without obtaining 
either the consent of their employes or the permission of this 
board?” asked Mr. Hooper. 

“We intend in the future, as in the past, to abide strictly by 
the letter and the spirit of the law,’ answered Mr. Cuyler. 

In closing the hearing, Chairman Barton ‘said the board 
would immediately take “the matters brought out under serious 
consideration.” 

“There will be a decision soon,” he said, “probably tomorrow, 
certainly not later than the next day.” 

Brotherhood heads announced that there would be confer- 
ences of their chairmen in Chicago, October 27. Following which 
Mr. Cuyler arose. 


“I also have an announcement to make to my men,” he 
said, “and that is to go home.” 


No Immediate Wage Cuts 
In order to clarify the atmosphere for the hearing which the 
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poard called for Chicago, October 26, the board, October 25, 
called in a number of railway executives who had already 
arrived in Chicago in anticipation of the hearing, and requested 
that moves for further wage reductions be withheld for the 
present. In a statement, issued after this conference, the board 
said that since it was its intention to complete the work on 
new rules and working conditions before taking up any new 
wage questions, such requests would not bear fruit for some 
time and might just as well be postponed indefinitely. This 
statement was as follows: 


The Railroad Labor Board respectfully suggests that the carrier 
corporations file no requests for reductions in wages at this time 
because it is the intention of the board that the rules and working 
conditions be first disposed of, and such a submission would there- 
fore not be taken care of for some time at least. 

It is the intention of the board that the submissions of the car- 
riers and employes on rules and working conditions be completely 
disposed of as to any class of employes before a hearing is had on 
any question of wages affecting said class of employes on any carrier. 

The purpose of this plan must not be misunderstood. There has 
been no intimidation. The board is not affected by the threat of a 
strike. It had adopted several weeks ago the policy of making every- 
thing else secondary to the consideration of the controversies over 
rules and working conditions, but, with the ordinary number of 
unavoidable digressions, and, even with the greatest diligence, 
it will require considerable time to complete the decision on rules. 

It is the belief of the board that the employes who are protest- 
ing against a further wage cut are crossing bridges long before they 
can possibly get to them and that carriers cannot hasten a wage 
reduction by applying for it at this time. 


Supplementing this statement, board members said it was 
not in their power legally to’ prevent the railroads attempting 
to cut wages at once if they so desired. It was pointed out, 
however, that such an attempt would result in a disagreement 
which would come before the board and that the board would 
then have the power to declare the wage cuts suspended until 
a hearing could be held and a decision rendered. That, as was 
pointed out in the statement, would take several months at least. 

Following the meeting with the board, at which about ten 
railway executives were present, a general conference of execu- 
tives was held, at which the question was discussed and following 
which several railroad men said the situation was unchanged 
and that they were determined to carry out their program of 
asking for wage reductions as a precedent to a general cut in 
freight rates. 

The executives were hazy as to the exact reason why they 
were called to the hearing, it being pointed out that the citation 
named only the brotherhoods as being in violation of the board’s 
order. At the board offices it was said, however, that the board’s 
order calling the hearing had specifically stated that that body 
had assumed jurisdiction under the law because the dispute was 
one “likely substantially to interrupt commerce.” It was, there- 
fore, the board’s duty, as seen by its members, to take steps to 
get all the information possible and the railway executives were 
called because it was thought they would be able to give much 
information not otherwise obtainable. 

Frantic efforts were made by the brotherhood heads, October 
25, to get the board to dispense with the presence of their chair- 
men on individual lines. In this effort was seen the fear that 
the hearing would last over Sunday, October 30, and so leave the 
strikers without national or local leaders. The only answer the 
board made to these appeals was a wired reiteration of its order 
calling on all the chairmen to be present. 

Refuse to Join Brotherhoods 

On October 22 heads of the railroad ship workers unions, 
which are affiliated with the American Federation of Labor, 
issued a statement in which they expressed the opinion that 
there was “no hope for co-operation with the four transportation 
organizations,’ and announced that they would not join any strike 
program, at least until after the Labor Board had issued a deci- 
sion on such remaining working rules as are intended for general 
application. Following in the wake of the shop crafts, the 
Brotherhood of Railway and Steamship Clerks, Freight Handlers, 
Express and Station Employes, announced after a conference, 
October 28, they, too, would await a decision on rules before 
following the brotherhoods in a walk-out. The maintenance of 
Way employes, and yardmasters indicated last week that they 
would not join in a strike at the present time. This brought the 
— of those organizations which had declared against a strike 

0 nine. 

From Cleveland, to which city the brotherhood heads re- 
Paired after their futile conference with the Labor Board, Octo- 
ber 20, came statements, October 23, in which W. G. Lee, of the 
trainmen, and Warren S. Stone, of the engineers, asserted that 
the attitude of the Labor Board because of its “failure to pro- 
tect the rail employes’ interests,” left the brotherhoods with no: 
alternative but that of the “constitutional right” to strike. 

The trainmen on the International & Great Northern left 
work at noon, October 22. Advices from San Antonio, October 
23, stated, however, that with the aid of newly employed non- 
union men, the road had been able to keep its passenger sched- 
ules up to normal and that. freight service was partially re- 
Sumed after a day of interruption. 

The number of railroad unions opposed to a strike was in- 
creased to 10, October 24, when the Brotherhood of Railway 
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Signalmen, through its President, D. W. Helt, issued a statement 
which said: “The vote now being taken will authorize the execu- 
tive officers to do as they see fit. There is no question that the 
officers will vote not to go out at this time. It will be the policy 
of the organization to perform its work—no more—no less. The 
signalmen will not become involved, by word or action, in a 
strike. If they are instructed to perform work other than their 
own by any carrier to the extent of becoming involved in any 
stoppage of work, they are instructed to refuse to perform such 
work and take the matter up with the organization officials.” 

The action of the signalmen letf the strike in the hands 
of the “Big Four” brotherhoods and the switchmen, numbering 
approximately 400,000 men, whereas the ten organizations that 
voted to remain at work have, in round numbers, 1,450,000 
members. 


ESCH ASKS SUPPORT FOR LABOR BOARD 


The Trafic World Washington Bureau 


In acknowledging receipt of resolutions adopted by the ex- 
ecutive committee of the Merchants’ Association of New York 
relative to the threatened railroad strike, Commissioner Esch 
wrote that as one of the authors of the transportation act he 
naturally felt a deep interest in the situation. 

“Congress created the Labor Board as a disinterested body 
to adjust differences between railroad employes and the car- 
riers,’ said he. “The findings of the board should be obeyed 
by both parties. I understand that it is the purpose of the 
Administration to see that this is done.” 

The resolutions pledged the association to support the es- 
tablished agencies of law and order in preventing interference 
with the movement of commerce. 


WAGE AND RATE INCREASES COMPARED 


A compilation has been prepared by the Bureau of Railway 
Economics to show the relative increases in the railroad pay- 
rolls since 1915, and the increases of freight rates received by 
the railroads in the same period. 

Since 1915 there have been four general increases in freight 
rates, said the compilation, which averaged as follows: 


3.7 per cent on June 27, 1917 
2 per cent on March 15, 1918 
52 per cent on June 25, 1918 
34 per cent on Sept. 1, 1920 


A total of 78 per cent in 1921 over 1915. According to the 
bureau the average annual compensation of all classes of rail- 
road employes has been increased as follows: 


1916— 7 per cent over 1915 
1917—13 per cent over 1916 
1918—41 per cent over 1917 
1919— 5 per cent over 1918 
1920—22 per cent over 1919 


A total increase of 119 per cent for 1920 over 1915. The 
average for the calendar year of 1920 includes only eight months’ 
service under the increased rate of pay established by the United 
States Railroad Labor Board in July retroactive to May. ‘Had 
these increased rates of pay been in effect throughout the entire 
year, the average annual compensation would have been in- 
creased 132 per cent over 1915,” said the report. 

“While freight rates increased by the percentage stated (78 
per cent) and wages were increased 119 per cent, the freight 
rate increase is a theoretical one, while the wage increase per- 
centage is actual. Between 1915 and 1920 the average annual 
compensation per employe increased from $830 to $1,820, or 119 
per cent. 

“On the other hand, with rates theoretically 78 per cent 
higher in 1920 than in 1915, the average receipts of the railroads 
per ton mile increased only from .72 cents in 1915 to 1.052 cents 
in 1920, or only 46 per cent.” 


CONDEMNS LABOR BOARD ACTION 


The Trafic World Washington Bureau 


A charge that the Railroad Labor Board advanced railroad 
wages in July, 1920, for “political purposes,’’ was made by Rep- 
resentative Tincher, of Kansas, in a speech in the House on the 
subject of freight rates. After commending President Harding 
for the stand he has taken toward the proposed strike, Mr. 
Tincher said: 

’ “It will be remembered that the long session of the sixty- 
sixth Congress adjourned about the 5th of June, 1920, and it is 
still fresh in the memories of most of us that at that time the 
reflation policy was on, and that farm products were on the 
downward grade, and that the so-called defiation as a policy of 
the then Secretary of the Treasury, Mr. Houston, was a fact. 
Still, in the face of that, on July 20, 1920, came the Labor 
Board’s decision, granting not only an increase of wages, but 
dating that increase back, making it retroactive. Every good- 


thinking man knew when he read of that action on the part of 
the Labor Board that it was absolutely improper, and that those 
two agencies of our government, namely, the Secretary of the 
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Treasury and the Labor Board, were working at cross-purposes. 
Most members of Congress were at home. I live in a little town 
that has a railroad division. Times were hard there. In fact, 
the railroad employes of that town were the best paid labor in 
the town before the raise. They had more ready cash than any 
other labor, and they would be affected less by the deflation 
that was then a part of Mr. Houston’s program than any other 
class of men. 

“I said then, and I still claim, that that order made the 20th 
of July, 1920, was made for political purposes, that it was an 
order that was striking at the very foundation of our govern- 
ment. Prior to the presidential election of 1916, we had had 
the notorious, and now considered infamous, Adamson Act; and 
then, on the eve of the election of 1920, we had this order, which 
every good thinking man knew could only bring trouble for our 
government, and which, apparently, did not even have the de- 
sired effect of bringing votes to the Democratic party. 

“Any man who has had any experience with labor at all 
knows that to raise an efficient man’s wages for the performance 
of a given work is easy, but to lower that same efficient man’s 
wages for performing that same line of work, even though the 
lowering of the wages may be necessary by the conditions and 
the times, is one of the hardest things in the world to do, and 
have any good feeling between employer and employe. When 
we stop to look back upon the wage raise of July, 1920, and the 
simultaneous raise in freight rates, not only to cover the wage 
increase, but still beyond that, we wonder how anyone can 
justify it, and the result of that act was just as apparent to 
every good thinking man on that day as it is today. 

“Personally I have never favored the Labor Board. I have 
never believed that it was a practical matter of business to have 
one board fixing wages and another board fixing rates. Surely, 
that objection is apparent now, as undoubtedly if the Interstate 
Commerce Commission had had the power to fix wages as well 
as rates it would not have had the nerve to have decreased the 
wages and still permitted rates that are improper and unjust, 
and that are destroying the business and commerce of this coun- 
try, destroying the production of the country, to have remained. 

“I do not propose in this matter to follow Mr. Blanton, nor 
do I propose to follow Mr. Burke. They each represent a radical 
view. I believe from the President’s expression, as reported by 
the press, that I will be able to follow him; and if I am any 
judge of the sentiment of this Congress, the railroad men and 
the railroad owners can be sure of two things—first, there will 
be no more Adamson acts, or anything akin to them; second, 
freight rates are going to come down so that the commerce of 
this country can be carried on. Freight rates are going to be 
equalized; the people of the producing middle section of this 
country are tired of paying rates that are enabling the railroads 
paralleling waterways to destroy legitimate traffic on these 
waterways. There has been an awakening; the Interstate Com- 
merce Commission should see it. People are beginning to real- 
ize that they are following in the footsteps of the railroads and 
permitting these gross inequalities in rates. We have had an 
idea in Kansas, and have been putting it into law, that the 
masses have had an interest in such controversies. 

“In my judgment there will be no railroad strike. The men 
have voted, as I understand it, to put the power to strike in the 
hands of their leaders. I think the men have taken a desperate 
chance. A strike on the part of the brotherhoods, tying up the 
commerce of this country at this time, would arouse no sym- 
pathy upon the part of the public. The men know that, and 
I believe these leaders do. This Congress will not be held up 
by either the operators or organized labor. The hundred million 
citizens interested though not connected with transportation 
have rights, and those rights will be considered by the present 
administration. 

“I am not on the Interstate and Foreign Commerce Com- 
mittee. We have able representatives of the people on that 
committee. I do not like to suggest to a committee whose duty 
it is to originate these matters what they should do. I will 
say, however, that I believe that if this committee would decide 
tomorrow that an anti-strike law was necessary or proper, the 
Congress would pass it. The American people will not tolerate 
the present freight rates, but the American people will proceed 
in an orderly, legal, and fair manner, within the law, and depend 
upon their government for this adjustment. The American 
people will not tolerate the proposed strike. They will proceed, 
however, within the law, and depend upon the government. Any 
organization that defies the government at this time, defies law, 
will simply be courting its own downfall. A hundred million 
people in the United States are struggling now to get along on 
a pre-war basis in their business. The railroad owners and or- 
ganized labor should take this fact into consideration, and if 
they refuse to do so we, the representatives of that hundred 
million people, must do so.” 


MISSOURIANS ASK AID FOR ROADS 


“Shipper and carrier agree that present freight rates should 
be materially lowered,” said a resolution passed by the board of 
directors of the Associated Industries of Missouri, October 19, 
at St. Louis, “but without a reduction in the expenses of trans- 
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portation such a reduction would probably result in receivership, 
bankruptcy or government ownership.” 

The association condemns the proposed rail strike as a blow 
at the “foundations of representative government,” and thinks 
that the present situation can be greatly improved by the repeal 
or amendment of all laws which “interfere with, delay or ip. 
juriously affect the operations of our transportation agencies,” 
and by the passage of the pending funding bill. 

The resolution said, in part: 


Be it resolved, by the board of directors of the Associated Indus- 
tries of Missouri, a state-wide organization for Missouri, representing 
manufacturers, merchants and jobbers, after careful consideration of 
the problems confronting our transportation agencies: 

First, that the act of Congress of September 3, 1916, known as the 
Adamson act, be immediately repealed by Congress for the reason that 
this act is class legislation, giving to a favored class rights not guar- 
anteed to the great body of the citizenship of our country, and denies 
freedom of contract, guranteed by the Constitution of the United 
States, to the common carriers of our country, which prevents them 
from freely entering into contracts with their employes. It is an 
abuse of the power of Congress and is discriminatory in its nature 
against railroads, and was enacted for the sole purpose of increasing 
the compensation of railroad employes. The act was based upon the 
fact that overtime would be necessary and that the eight-hour period 
mentioned in the act was enacted for the sole purpose of fixing the 
compensation of the employes. 

Second, that the Esch-Cummins bill, otherwise known as the 
transportation act of 1920, should be immediately amended by Con- 
gress by repealing or amending sections 300 to 316 thereof, providing 
for a labor board and adjustment boards to determine disputes be- 
tween carriers and their employes and subordinate officials, for the 
reason that this portion of the transportation act, as administered by 
the said labor board and adjustment boards, has proven a failure, 
These provisions of the transportation act give the board no author- 
ity to enforce its rulings. It should have authority to submit its 
rulings to United States district courts and secure the approval 
thereof, which should have the force and effect of a judgment of a 
court of competent jurisdiction after the parties are brought before 
the court, and either party resisting the orders of the court should 
then be dealt with as a violator of the law under severe penalty, to 
the end that representative government may not be subverted by any 
particular class. If the board cannot be vested with such powers 
under our Constitution, the board should then be immediately 
abolished. 

Be it resolved, further, that the Associated Industries of Missouri 
favor the immediate passage of the railroad funding bill. 


REDUCED FREIGHT RATES 


The Association of Railway Executives, in a_ statement 
issued this week, says: 

“The suggestion that freight rates be reduced without fur- 
ther reduction of wages is based upon an apparent belief that 
the public has not already received any benefit from the wage 
reduction which was made by the Labor Board, effective July 
1, 1921. The facts as stated in a memorandum, prepared by 
Lewis J. Spence, Director of Traffic, Southern Pacific Company, 
and Chairman of the Traffic Executive Committee for Western 
Territory, are these: 

The retention of all of the horizontal increase of rates ordered by 
the Interstate Commerce Commission in August, 1920, would have 
been required (upon a volume of traffic no less than carried in 1919) 
to yield the carriers the net income which the Commission found 
necessary. 

Nevertheless, since the establishment of that level of rates thou- 
sands of readjustments have been made, as promised by the carriers, 
to restore recognized and well-established relationships. These, with 
few exceptions, have been reductions, and all subtract from railroad 
net income. 

Substantially all changes in the classification of freight that have 
been made have been reductions, because the Classification Committee 
was under instructions to observe the general policy of making no 
changes which would result in increased rates. 

In addition there have been many substantial reductions of com- 
modity rates. Whether made to recover or or retain traffic against 
steamship, motor truck or other forms of competition, to facilitate the 
export business of the country, to adjust the rates from one source 
of production to meet those from another, to restore or stimulate the 
movement of a commodity which may have been retarded, or to assist 
producers who have been especially affected by the depression and 
readjustment of business, the reductions have subtracted an enormous 
amount from the aggregate revenue which it was computed by the 
Commission would accrue to the carriers. To illustrate: 

Rates on livestock have been reduced 25 per cent, and on copper 
bullion 25 per cent. On lumber from the Pacific Coast, approximately 
10 per cent; from New Orleans and Galveston to New York, from 35 to 


40 per cent; on cotton from Gulf ports to New York, from 20 to 25 
per cent. 


Rates from the Pacific Coast have been reduced on apples, fresh 


vegetables, cantaloupes and melons, from 10 to 12 per cent; on canned 
goods from 13 to 18 per cent; on rice about 14 per cent; on dried 
beans and peas about 16 per cent; on dried fruit from 25 to 27 per cent. 

Rates on sugar from Pacific Coast to Middle West have been 
reduced, and a substantial reduction in the rates from New Orleans to 
Texas is pending. : 

The Western lines acceded to a request of the California citrus 
fruit shippers for reduced rates, which will be made effective when- 
ever the concurrence of lines east of Chicago and Mississippi River 
shall have been obtained. 

To meet steamship competition through the Panama Canal 4 
reduction of rates on wool from Pacific ports to the East, substantial 
reductions in westbound rates on a large number of commodities to 
Pacific Coast ports, such as canned goods, floor covering, drugs and 
medicines, iron and steel products, paints, paper, roofing, soap, soda, 
rope, rubber boots and shoes, etc., are proposed. 

These would now be effective were it not for the long and short 
haul prohibition of the law which requires the authority of the Inter- 
state Commerce Commission to make lower rates to meet this wate! 
competition at the points where it is encountered than are applied 
to intermediate points where water competition is not encountered. ‘ 

Applications have been set down for public hearings at various 
points in the country, which will consume many weeks, and by = 
time a decision can be rendered by_ the Commission the carriers W! 
have sustained the loss for several months of the revenue from 4 
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volume of business which was included in the estimated amount 
eeecres to them. If the new rates are permitted to be made, the 
traffic will, of course, yield substantially less revenue than the amount 
computed on the basis of the present rates. ; 

These illustrations, in addition to the reductions that have been 
made on export grain to both Gulf and Atlantic ports, and on. coal, 
jron ore, etc., in the East and many others that might be mentioned, 
afford convincing evidence of the subtraction which has been and will 
be made from the revenue which was expected to result from the rates 
fixed by the Commission in August, 1920. This loss is in addition to 
that resulting from the failure of the carriers to enjoy anything like 
the volume of business upon which the estimate of the Commission 
was predicted, namely, that of the year 1919. : : 

The difficulty of estimating how much of the income of the car- 
riers has been given up to'the public since the 1920 basis of rates 
was established is quite apparent, but that the public has received 
very large benefit from the reductions already made is evident. 


The following summary, which contains only a part of the 
list printed in The Traffic World, October 22, has been compiled 
py the Association of Railway Executives to show freight rate 
reductions which have been put into effect since the rate increase 
of last year: : ; : 

“In the eastern territory, reductions in freight rates involv- 
ing a large amount of revenue have been made as follows: 


Reductions 
ee ee ee or ee ee 28 per cent 
Sand, gravel, etc. (road building materials)................ 18 per cent 
Rock salt to Seaboard .....cccccceccccsccccccsccecesceeecs 20 per cent 
Export iron and Steel.........cccccccccscecscceeccccceenes 25 per cent 
Grain, ex-lake, for export....... oe secccsserscscscencscces 33 per cent 
Grain and grain products, domestic, Buffalo, f. o. Dasiccuea 10 per cent 
Grain, all-rail, for export, from Chicago................66. 30 per cent 
Flour, all-rail, for export, from Chicago.................. 29 per cent 
Grain and grain products, domestic business.............. 13 per cent 


Lake cargo coal rates—reduction per ton for the season.. 28 cents 


“In addition to the above, numerous individual rates have 
been changed, making reductions on: 


Alcohol 

Beets (sugar) 

Brick and clay products 
Concrete blocks | 

Iron and steel articles 


Petroleum and petroleum products 
Lumber and mining material 

Soda and soda products 

Ground limestone 

Fruits and vegetables 


Pig iron Scrap and waste paper 
Scrap iron Explosives 

Billets Canned goods 

Soap stock Manure 


Vegetable oils 

“Figures are not available to show the actual loss in revenue 
resulting from these reductions,” said the summary, “but it can 
be readily appreciated that all of these reduced rates mean a 
great sacrifice of revenue by the carriers.” 


RAILROAD FUNDING BILL 


The Trafic World Washington Bureau 


The railroad funding bill, which was passed by the House, 
with a few changes, was approved by the Senate interstate 
commerce committee, October 22. Chairman Cummins was di- 
rected to prepare a report on the bill recommending its passage. 

The general purpose of the bill, which would give the War 
Finance Corporation authority to buy railroad securities from 
the Railroad Administration and thus provide funds for the 
Director-General to carry out a general funding of carriers’ in- 
debtedness to the government in making final settlements, was 
not changed by the committee. 

The bill was changed so that the President could sell the 
railroad securities to the War Finance Corporation or to the 
general public. It has been held that the President now has 
the authority to sell the securities to the general public and 
about $100,000,000 of equipment trust certificates have been 
sold by the President’s agent, the Director-General. 

The House bill was modified so that claims for inefficiency 
of labor will be barred only if a railroad company accepts a 
final settlement with the Railroad Administration. The idea 
was to leave carriers free to press their claims for alleged in- 
efficiency of labor in the courts if they wish to do so. It had 
been claimed that as the House bill passed, carriers would be 
barred from taking their claims to the courts. 

Action on the bill in the Senate is not expected immedi- 
ately. It is believed an effort to get the measure through will 
not be made at least until after the tax legislation has been 
disposed of. 





PAYMENTS TO CARRIERS 

The Railroad Administration this week reported the fol- 
lowing final settlements, and has paid out to the several roads 
the following amounts: The Pullman Company, $7,250;000; 
Danville & Western Railway Co., $260,000; Hartwell Railway 
Company, $24,500; Carolina & Tennessee Southern Railway Co., 
$5,000; Asheville and Craggy Mountain Railway Co., $5,500; 
Denison & Pacific Suburban Railway Co., $13,000; Weatherford, 
Mineral Wells & Northwestern Railway Co., $36,000; Birming- 
ham & Northwestern Railway Co., $10,000, and Middle Tennes- 
See Railway Co., $5,000. 


MINOR ORDER OF THE COMMISSION 
The Jonesboro Freight Bureau has been permitted to inter- 
vene in No. 12807, California and Hawaiian Sugar Refining Cor- 
Poration et al. vs. A. T. & S. F. et al. 
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SENATE COMMITTEE HEARING 


The Trafic World Washington Bureau 


The National Association of Railway and Utilities Commis- 
sioners began the presentation of testimony, October 24, before 
the Senate interstate commerce committee, in support of its re- 
quest for amendment of the transportation act. John E. Benton, 
general solicitor, made the opening statement in behalf of the 
association. A number of state commissioners were present, in- 
cluding President Jackson of Wisconsin, Webster of lowa, Raish 
of South Dakota, Reed of Kansas, Shealy of South Carolina, 
Shaughnessy of Nevada, Ainey of Pennsylvania, Burr of Florida, 
Russell of Oklahoma, and Paul A. Walker, special commerce 
counsel for the Oklahoma commission. 

Although taking up first the question of intrastate rate con- 
trol, Mr. Benton said he would submit the resolutions adopted 
by the association in Atlanta with regard to electric railway 
rates, certificates of convenience and necessity, car service and 
the valuation act. 

“It is now twenty months since the transportation act was 
passed,” said Mr. Benton. “It was the hope of those who framed 
and passed the act that it would settle the transportation prob- 
lem. I think I may safely say that the transportation problem 
was never more unsettled than now. I believe, too, that candid 
men, who are capable of following results back to their causes, 
will say that in large part the present unsettlement, and the 
present insistent demand for further legislation is directly trace- 
able to the attempt which has been made to centralize the ulti- 
mate control of all rates affecting the commerce of 110,000,000 
people, living in the forty-eight states of this great country, in 
the hands of a single board sitting in Washington. This abrupt 
departure from the plan of government which was adopted by 
the founding fathers, and followed for 130 years, has shocked 
our people.” 

Senator Cummins interrupted to say that he did not know 
of anyone who thought that the transportation act would settle 
the transportation problem. Benton then modified his statement 
to say that the hope of the framers was that it would tend to 
settle the problem. 

“The results have not carried compensating advantages to 
anybody,” said Mr. Benton, resuming his statement. “They have 
disturbed business. They have caused unrest and dissatisfaction 
among our people, who have seen their accustomed powers of 
government taken from thém, and their local laws defied, and 
their local officials enjoined by federal courts from enforcing 
their own laws within their own states. Thoughtful men every- 
where, I think, view with misgiving this striking example of 
the present day tendency to withdraw powers of government 
from the exercise of the people locally, and to vest them in the 
hands of a bureaucracy here in Washington.” 


Mr. Benton said the transportation act was the occasion for 
the attempt to increase the Commission’s power rather than the 
cause of it. 


“The attempt arose out of the great impulse towards cen- 
tralization, which came about as the result of the war,” said he, 
“coupled with the insistent demands of carriers and with the 
effects of the widespread propaganda by which for many years 
they have sought to destroy state regulation. 


“Moved, as I assume and believe, by an entirely right-minded, 
but misguided, purpose, the federal Commission desired to ex- 
tend its jurisdiction over the internal commerce of the states. 
In the transportation act, which was the composite product of 
different minds, and accordingly not altogether consistent or 
clear in all its terms, the Commission found the language upon 
which it based a claim that such jurisdiction had been granted it. 
The lower federal courts have sustained this claim.” 


Mr. Benton reviewed some of the legislative history of sec- 
tion 13 of the interstate commerce act and quoted Senator Cum- 
mins’ explanation of the section to the Senate wherein the sena- 
tor said the purpose was simply to express in the law what the 
Supreme Court had held in the Shreveport case, and to give the 
Commission the power to prescribe the exact state rate when it 
held a state rate discriminatory under the Shreveport power. 

Senator Cummins remarked that he was still of the opinion 
that Congress did not intend to increase the jurisdiction of the 
Commission over state rates. He said when the bill was in con- 
ference he had conferred with representatives of the state com- 
missions and that he and they believed that the bill as finally 
drafted was satisfactory to the state commissions. This state- 
ment was confirmed by Mr. Jackson, who participated in the 
conferences. 


“It was the feeling of ourselves and the committee that the 
bill in no way increased the power of the Commission,” said Mr. 
Jackson. “We feel the bill has been misinterpreted.” 

Mr. Benton said the effect of the orders made by the Commis- 
sion was to produce a chaotic condition, so far as regulation was 
concerned. 

“The orders disable the states,” said he, “by removing the 
rates from their control, but thereafter the federal commission 
has no jurisdiction over their reasonableness, or over the ques- 
tion of the relation of one state rate to another. We have thus 
the spectacle of vast bodies of rates tied up by the federal orders, 
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and beyond the regulation of either the state or federal commis- 
sions. 

“This wresting of legislation to purposes for which it was 
never planned has paralyzed effective regulation of state rates 
for the present. It has produced also a mass of litigation in the 
courts, wherein the states are seeking to preserve their rights of 
local government. Nobody knows how this litigation will result. 
Nobody knows how many years it will take to settle all the ques- 
tions involved. In the meantime the states are disabled, and 
the public suffers from their disablement. So it is that their 
representatives come here and ask you to make such changes in 
the existing law as shall make it clear that the regulation of 
the internal commerce of each state is left to that state.” 

Mr. Benton told of the action taken by the association at 
Atlanta, in modifying the resolution on section 15-a and section 
13 so that in effect the commissions approved interference with 
intrastate commerce by the federal commission along the lines 
contemplated in the Shreveport decision. Two bills are pending 
before the committee—the Capper bill (S. 1150) and the Nicholson 
bill (S. 2510), both relating to intrastate rate regulation. These 
bills, as drawn, however, have not been officially approved by the 
association. 

In the face of “generous treatment” at the hands of the 
state commissions on the applications for percentage increases 
equal to the interstate advances under Ex Parte 74, the railroads 
set about deliberately to destroy state regulation of the carriers, 
according to testimony given by Mr. Benton before the Senate 
committee October 25. 

The action taken by the state commissions was reviewed 
by Mr. Benton, who said that with few exceptions the great 
body of intrastate rates was advanced in percentage amounts 
equivalent to the amounts prescribed by the Commission. He 
asserted that an effort had been made to make it appear that 
it was necessary to take from the states the control over state 
rates because of the unwillingness of the state commissions to 
do the fair thing by the railroads, but that nothing could be 
farther from the facts. He said the state commissions generally 
recognized the need of the railroads for increased rates. 

“It would have been better if the rate of 3 cents a mile 
for passenger fares had been made the maximum fare instead 
of the rate of 3.6 cents and higher,” said he. 

Senator Stanley of Kentucky said the increased charges for 
passenger travel had decreased travel and had reduced the 
revenues of the carriers. Mr. Benton agreed that passenger 
fares were too high. 

The state commissions, Mr. Benton said, had not followed 
“a niggardly policy” with regard to railroad revenues. 

“They erred on the side of too great generosity if they erred 
at all,” said he. “No occasion existed for the Interstate Com- 
merce Commission stretching its power. The carriers adopted 
a deliberate plan to break down state regulation.” 

Taking up the New York passenger fare case, Mr. Benton 
said the state commission could not have done otherwise than 
it did in refusing to advance the passenger fares to 3.6 cents a 
mile in the absence of proof of any kind by the carriers that 
the rate of 3 cents was unreasonably low and inadequate. He 
said the carriers declined to put in any evidence as requested 
and took the position that the state commission must advance 
the state fares in the same amount as the Commission had ad- 
vanced interstate fares. 

Mr. Benton charged that the real reason for the action of 
the carriers was that they wanted to destroy the power of the 
New York commission. He said the commission had indicated 
the fares would be increased if a showing in accord with the 
law of the state were made. 

The dissenting report of Commissioner Eastman in the New 
York case was submitted for the record of the hearings by Mr. 
Benton. 


The efforts of the state commissions to co-operate with the 
Commission in matters relating to intrastate commerce under 
the transportation act were reviewed by Mr. Benton. 

In a discussion of the rate-making section of the trans- 
portation act at the hearing before the Senate interstate com- 
merce committee October 26, Senator Cummins said the pro- 
vision that the Commission should prescribe rates that would 
yield as nearly as may be 5% or 6 per cent on the. valuation 
fixed by the Commission “might just as well be repealed as to 
remain in the law until the first of March,’ when it will be up 
to the Commission to fix the percentage of return, if the law 
remains unchanged. 


“Everybody knows that freight rates cannot be increased, 
and probably will be decreased,” the senator said, adding that 
the provision had become “wholly immaterial.” 

The statement by the chairman followed testimony given 
by Carl D. Jackson, president of the National Association of 
Railway and Utilities Commissioners, as to his views on Sec- 
tion 15-a. He said the underlying purpose of that section was 
commendable, but that the provision could not be carried out. 
He said he could not find any new elements prescribed for the 
Commission to consider in making rates. There had been a 
great deal of discussion, he said, as to whether the section 
provided a guaranty, explaining that he did not use the word 


in the sense that the government would make good any sum 
to the carriers if they failed to earn a certain return. He wag 
viewing the section from the angle of whether there was ga 
mandate to the Commission to assure the carriers a return 
regardless of whether the rates so established were reason. 
able, he said. Referring to the decision of the Commission in the 
Western grain and hay rate case, he said the Commission said 
therein it would not treat Section 15-a as a guaranty. 

The provision relating to division of a net return in excess 
of 6 per cent on the value of the property of an individual car. 
rier also was assailed by Mr. Jackson as unworkable and eco- 
nomically unsound. 

Senator Cummins remarked that the rate-making section 
was “an approach to consolidation” of the railroads, and Mr, 
Jackson said he thought that consolidation of the strong roads 
and the weak roads would prove to be the real solution of the 
transportation problem. 

“I never regarded the transportation act aS more than an 
approach to the final regulation which we must adopt,” said 
Senator Cummins. 

Mr. Berton read to the committee the correspondence 
which passed between himself and former Chairman Clark on 
the subject of co-operation between the state and federal com- 
missions. 

Mr. Jackson, continuing his statement to the committee 
October 27, said the result of the interpretation placed on the 
transportation act by the Commission was an “impossible, in- 
elastic system of rate-making,” which was not beneficial to the 
railroads, the. shippers or the public generally. He said the 
state commissioners were not appearing in an antagonistic atti- 
tude toward the railroads—that they knew that the carriers must 
have adequate revenues to give adequate service, but that noth- 
ing was to be gained by “freezing” state rates. 

The Commission’s interpretation of the Shreveport power, 
he said, has caused a deplorable condition of uncertainty as 


‘to the authority and power of the federal commission and of 


the state commissions, and also litigation and general dissatis- 
faction. 

“The law is not receiving the interpretation or is not being 
administered as those who had the most to do with the framing 
of it understood it should be interpreted or administered when 
it was passed,” said he. 

Taking up the decisions in the Shreveport cases, he said that 
in those cases the difference in rates influenced the movement or 
direction or volume of traffic and directly benefited or prejudiced 
persons or localities. He said the present interpretation of dis- 
crimination included all state rates whether the difference in 
rates affected the volume or movement or flow of interstate com- 
merce. 

“It changes all state rates without regard to their reason- 
ableness,” he said. 

“It leaves no tribunal to determine the reasonableness of 
intrastate rates.” 

L. P. Hale, counsel for the New York commission, reviewed 
the intrastate rate situation in his state. He said his commis- 
sion had been asked “to sign on the dotted line.” 

“We are not here looking for any crumbs that may fall off 
the table of the Interstate Commerce Commission,” said he. 

Questioned as to why the carriers operating in New York 
had not submitted evidence in accord with the law of New York, 
Hale said C. C. Paulding, counsel for the New York Central, 
said the New York carriers believed that under the law they 
had one body—the Interstate Commerce Commission—to fix all 
rates and that that was much to be preferred to being subjected 
to regulation by many states. 

Mr. Hale also said he believed the act had been misinier- 
preted by the Commission. 


Senator Cummins said the legislative history of the act was 
against the interpretation which permits a finding of discrimina- 
tion on “a revenue basis.” He said the House bill contained 
the words “undue burden on interstate commerce” and that these 
words were taken out by the Senate conferees because they did 
not desire to depart from the old rule of discrimination. 


A graphic description of the situation in Oklahoma was 
given by Campbell Russell, chairman of the Oklahoma commis- 
sion. He declared the rates in Oklahoma were 128 per cent 
higher than rates in adjoining states before G. O. No. 28 was ap- 
plied. He told of a visit of the Oklahoma commission representa- 
tives to Director-General McAdoo to get a readjustment. 


“Mr. McAdoo told us what a wonderful country this was 
and how he could not be bothered by little details,” said he. 

McAdoo turned the Oklahomans over to Director Chambers, 
Chairman Russell said, and then ensued a long period in which 
he said, “We got to be a standing joke with the office boys at 
the Railroad Administration.” Finally, he said, Oklahoma got 
“uniformity of rates” but no other state did, so that the situa- 
tion was about as bad as it was before. He said the commis- 
sion had a case before the Interstate Commerce Commission and 
that he expected they might get “some relief for our children.” 
He said a state should have something to say about its aiffairs 
other than the “sanitary regulations,” and that if not, then the 
federal government should send its agents into the various com: 


a tant eh cnn a. ma Fam tans ane (. i = ae | 


— ara of @ ot ft fot 





No. 18 


ly sum 
Te was 
was a 
return 
reason- 
. in the 
on said 


excess 
lal car- 
nd eco- 


section 
nd Mr. 
x roads 
of the 


han an 
; Sale 


mdence 
lark on 
al com- 


imittee 
on the 
ble, in- 
to the 
lid the 
ic atti- 
"Ss must 
t noth- 


power, 
nty as 
and of 
lissatis- 


t being 
raming 
1 when 


id that 
nent or 
judiced 
of dis- 
once in 
te com- 


reason- 
ness of 


viewed 
om mis- 


fall off 
he. 
w York 
vw York, 
Sentral, 
w they 
fix all 
ibjected 


isinter- 


act was 
rimina- 
ntained 
ut these 
hey did 
on. 

na was 
-ommis- 
er cent 
was ap- 
resenta- 
ant. 

1is was 
aid he. 
ambers, 
1 which 
boys at 
ma got 
e situa- 
20m mis- 
ion and 
ildren.” 
. affairs 
hen the 


us com: 





October 29, 1921 





munities to find out something about local conditions. He said 
there were many rates in Oklahoma which were higher, with- 
out the 85 per cent advance under Ex Parte 74, than rates in 
adjoining states which had been advanced 35 per cent. 

H. M. Slater, rate expert for the Illinois commission, re- 
viewed the intrastate rate situation in that state, going over 
the various developments in that state. He declared that the 
situation there was such that everything was completely tied up. 

“We're in jail,” said he. “They can’t adjust our intrastate 
rates but they are adjusting interstate rates all around us. The 
Interstate Commerce Commission says ‘Don’t change these in- 
trastate rates until our further order,’ and when we ask it 
to change them, it says it can’t do it.” 

Slater said the Illinois commission had acted promptly on 
applications of the carriers for advances or changes in rates 
prior to the time its hands were tied by order of the federal 
court at Chicago and by the federal commission. Members of 
the committee desired to know whether the court had entered 
a final interlocutory order restraining the Illinois commission 
from interfering with the rates in Illinois and Slater said he 
would get that information. The state has appealed to the 
Supreme Court. 

“We want the injunction dissolved either by legislation or 
by the Supreme Court,” said he. “The people of Illinois are 
looking to Congress for relief.” 

A remark by Slater to the effect that those supporting the 
Commission pointed to section 15-a as authority for the orders in 
the intrastate rate cases led Senator Cummins to say that “any- 
one who construes section 15-a to broaden the power of the Com- 
mission over intrastate rates seems to me to be deliberately mis- 
construing and falsifying the law.” He added he did not believe 
the Supreme Court would so construe the law. 

Mr. Benton made an explanation of why the Commission 
refused to touch intrastate rates after it had ordered them 
advanced. He said it held it could not pass on the question of 
the reasonableness of state rates as related to other state rates 
—that it could only change a state rate when it found dis- 
crimination against interstate commerce. Senator Poindexter re- 
marked, referring to the orders of the Commission, that they 
were similar to the orders of the old commerce court, which was 
abolished. 


DELAY IN STATE RATE CASE 
The Traffic World Washington Bureau 


Chances for a decision soon by the U. S. Supreme Court as 
to whether the Commission legally has the power it has exer- 
cised over intrastate rates were eliminated October 24 when 
the court announced that the Wisconsin intrastate rate case, 
which was argued last spring, had been set down for reargu- 
ment December 5. This action, taken on the court’s own motion 
and without warning to either the Commission or the railroads, 
it is believed, resulted from a desire for the case to be heard by 
Chief Justice Taft. Among those following the intrastate rate 
situation it also was believed that the court desired to give the 
question at issue as full consideration as possible. 

The court granted the motion of Karl K. Gartner for oral 
argument on the question of whether the court has jurisdiction 
over the original bill filed by North Dakota aitacking the Com- 
mission’s intrastate rate order in that state, and set the argu- 
ment for January 3. 


STATE RATE JURISDICTION 
The Trafic World Washington Bureau 


The Senate will not wait for a decision by the Supreme 
Court in the intrastate rate cases pending in that court before 
proceeding to amend the transportation act with regard to the 
jurisdiction of the Interstate Commerce Commission over intra- 
State rates—if that course of action is determined on after 
the hearings on the subject have been concluded—if it accepts 
the view of Senator Cummins, chairman of the Senate Interstate 
Commerce Committee. 

Recently the senator said he was waiting on the Supreme 
Court to pass on the Wisconsin case before taking steps to 
have the transportation act amended so as to limit the juris- 
diction of the Commission within the so-called Shreveport 
power. The announcement by the Supreme Court, however, 
that the Wisconsin case would be reargued December 5, led 
the senator to change his mind. He said, October 26, the com- 
mittee would proceed with the proposed changes in the law, 
because it now appeared that the decision by the Supreme 
Court would not be made for some time. That was his personal 
view of the situation, he said. 

The state commissioners in Washington for the hearing be- 
fore the Senate committee appeared before the House com- 
mittee on interstate and foreign commerce October 26 and 
Made a plea for a hearing by that committee on the proposed 
amendments to the transportation act urged by the associa- 
tion. No definite date was fixed, but the commissioners left the 
committee with a promise that a hearing would be granted 
farly in the next session, which begins December 5. 

A favorable report from the Senate committee on a bill 
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curtailing and defining specifically the power of the Commission 
over intrastate rates is being forecast by the state commission- 
ers in Washington. They feel that a majority of the members 


of the committee will support such a bill. Senator Cummins 
is on record as favoring the proposed change, and one state 
commissioner said, “LaFollette will go the whole way with us.” 

On the house side there are indications that Chairman 
Winslow will not favor such a change in the law, but the state 
commissioners are banking on a majority of the members of 
the House committee to get behind their program. Represen- 
tatives Sweet and Hoch, members of the committee, have here- 
tofore introduced bills which meet with the approval in sub- 
stance of the state commissions with regard to state regulation 
of rates. 

The appearance of the state commissioners before the House 
committee for the purpose of getting a hearing was regarded 
as somewhat unusual. The commissioners had been advised, 
however, that Chairman Winslow was not favorable to changes 
being made in the transportation act at this time, and so they 
drew up a formal appeal and signed it. This was sent to Mr. 
Winslow and copies were sent to each member of the com- 
mittee. The appeal asked for an opportunity to ask for a hear- 
ing. The chairman granted the appeal. 


NEW YORK INTRASTATE RATES 
The Trafic World Washington Bureau 


A strong appeal that the Interstate Commerce Commission 
be sustained in its interpretation of the transportation act with 
regard to jurisdiction over intrastate rates was made by James 
M. Beck, solicitor general of the Department of Justice, before 
the United States Supreme Court in the New York intrastate 
rate case. 

Mr. Beck based his argument largely on the premise that 
Congress sought to correct the evils which resulted from federal 
operation of the railroads by the passage of the transportation 
act and that its purpose was to rehabilitate the transportation 
system. That purpose, he argued, could not be achieved if the 
various states were permitted to deprive the carriers of revenue 
by prescribing lower rates for intrastate service than existed 
for interstate service. 

The declaration that the government had practically wrecked 
the railroads to win the war was made by the solicitor general 
in emphasizing the need of adequate revenues for the railroads. 

Alfred P. Thom, general counsel for the Association of Rail- 
way Executives, stressed the fact that the Congress intended 
that the Commission should do what it had done in complying 
with the mandate in the transportation act that the Commis- 
sion should prescribe rates that would yield as nearly as possible 
5% or 6 per cent on the valuation fixed by the Commission. 


CAR SURPLUS AND SHORTAGE 
The Trafic World Washington Bureau 


The average daily surplus of freight cars in good order 
decreased from 142,970 cars the week ended October 8 to 121,944 
cars in the week ended October 15. The average daily shortage 
dropped from 5,237 cars to 3,683 cars. The surplus was made 
up of the following classes of equipment: Box, 25,860; ven- 
tilated box, 750; auto and furniture, 872: total box, 27,482; flat, 
9,773; gondola, 49,146; hopper, 19,237; all coal, 68,383; coke, 
4,516; S. D. stock, 7,566; D. D. stock, 460; refrigerator 507; 
tank, 530; miscellaneous, 2,727. The shortage of 3,683 cars 
was made up of 1,907 box; 2 ventilated box; 256 flat, 231 gon- 
dola; 43 hopper; 130 S. D. stock; 2 D. D. stock; 1,098 refrig- 
erator, and 14 miscellaneous cars. 








FOR SALE—Cancelled Freight Tariffs suitable for auditing Freight 
Bills. Address O. H. N. 395, Traffic World, Chicago. 
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COAL PRODUCTION REPORT 


The Trafic World Washington Bureau 


“Production of soft coal increased sharply during the week 
ended October 15,” the Geological Survey says in its current 
coal report. “The total output, including lignite, and coal coked 
at the mine, is estimated at 9,696,000 tons, an increase of 573,- 
000 tons over the week preceding. 

“Despite this improvement production is still much below 
the level reached in the corresponding week of the past four 
years, the period over which records of weekly output extend. 
A year ago, for example, more than 12,100,000 tons were mined. 

“The production in 1921 has not only been lower than in 
the years of active demand during and since the war, but it 
has also been lower than in the pre-war years. What the record 
for the month of October, 1921, will finally show remains to be 
seen, but the average for the first 15 days is only 1,568,000 tons, 
still below the pre-war level. 

“The all-rail movement of coal to New England improved 
during the week ended October 15. About 2,961 cars of anthra- 
cite and 2,923 cars of bituminous coal were forwarded over the 
Hudson. When compared with shipments in the preceding week 
a decrease of 104 cars and an increase of 328 cars, respectively, 
are shown. 

“The seaborne export trade remains dull. Business for for- 
eign account at Hampton Roads, the country’s chief coal port, 
was only 65,723 net tons in the week of October 15, of which 
37,212 tons was foreign bunker coal. In June, 1921, foreign ac- 
count business averaged 448,000 tons a week. 

“The movement of soft coal from Lake Erie ports declined 
somewhat in the week ended October 16. Reports from the 
Ore and Coal Exchange show that 687,148 net tons were dumped, 
a decrease when compared with the preceding week of 65,504 
tons. Of the total dumpings, 662,287 tons were cargo coal and 
24,861 tons vessel fuel. In the corresponding week of 1920 total 
dumpings were 1,118,343 tons. 


“The cumulative Lake dumpings during the present season 
stand at 20,282,948 net tons, and it will be sen that 1921 is nearly 
five million tons behind 1918, a half million tons behind 1919, and 
about one and three-quarter million tons ahead of 1920.” 


COAL RATES AND PRICES 


In connection with statements tending to show that high 
freight rates are largely responsible for the present high prices 
of coal and with applications for reductions in such rates, a 
recent report of a committee of the Chicago Association of Com- 
merce is cited. The committee was composed of Harry A. 
Wheeler, chairman, T. H. Eddy, J. H. Hardin, Judson F. Stone, 
and J. J. Wait. That part of the report devoted to the matter 
of prices is as follows: 

“What is the difference between the 1912 and 1921 price 
of coal and who gets the money? 


Anthracite Coal (Chestnut and Range) 





Cost to Chicago consumer, September, 1921............... $15.60 

Cost to Chicago consumer, September, 1914............... 7.9 
AIR goon ae mi ergs aos a Glad aiore/s ail eon weaLelgia a wae araie $7.70 

“Who gets it? 

ee. ee re ee rr rr $ 2.57 

I SE BOING, oho 0 6s: ceMeccc Neve Ceewscsenuesoceseecs 2.67 

Increased other operators’ COStS.....ccccccccccccccccccccce 1.10 

Increased local delivery and yard COStS......-..eeeeeeeeee 1.36 $7.70 





Smokeless Mine Run 
Cost to Chicago consumer, September, 1921............... $ 8.95 














Cost to Chicago consumer, September, 1914............... 4.25 
EE SONI, © 55 icin bole 0-4 eb oo aoe win adie Rew ee Ue cedan Mam Oes $4.70 
“Who gets it? 
NE I I ioic..0:4:6 caieinn oe 6 oCS0b + 10s: on Sib,eele weleue $ 1.20 
DOP TONNE WOOD i 6. oink 6.660 56se chet Hs steer ccvosdes 1.64 
Increased other operators’ COSBtS.......ccccccccccccccccccce 1.05 
BMOCTCASOG GEIIVELFY ONE YATE COBES...cccccccccccccsccccsere 1.36 $4.70 
Southern Illinois Coal (Domestic Sizes) ; 
Cost to Chicago consumer, September, 1921............... $ 8.55 
Cost to Chicago consumer, September, 1914............... 4.50 
IE IN. i. co's «5 Sia acl au er Gcaew er otal Mate arabe ah eda wim areiae Saar $4.05 
“Who gets it? 
IR, SRN 5 cash an ibe Wika eee seed Vee wee $ 1.47 
ae drt od oo die oho epic dar eer tew wee mn tn 1.19 
BMCTOREGG GENGE GUGTRLOTS COGIG. ove cccccccvcccccsccesecece 1.08 
Increased local delivery and yard Costs.........scececeees 31 $4.05 


“The above prices are given as average prices of coal for 
domestic consumption, and do not apply to contracts covering 
long periods and large quantities. Variations due to size and 
grade of coal could also be taken into account. 

“The increased freight rate applies only from point of pro- 
duction to Chicago proper. Where deliveries are made to sub- 
urban points, the additions to the above figures range from 
43 cents per ton to Oak Park and Rogers Park to as much as 
$1.46 per ton to such points as Elmhurst on the west and High- 
land Park on the north. 
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Can any of-these costs be so’ reduced as to assure a lower 
price to the consumer this winter? 
“The answer— 


Mine Wages 

These were fixed by the United States Coal Commission, a goy. 
ernment agency, and upon the wage award a contract was made be. 
tween the operators and the unions which does not expire until 
March 31, 1922. Union leaders declare that the wage scale fixed by 
this award shall not be changed during the life of the contract. 
Within the present week these leaders are reported by the press to 
have A. : 


That negotiations will not be taken up for next year’s con- 
tract unt after January. 


That if any change is to be made in the wage scale it must 
be higher. 


Under these conditions it seems unlikely that any effort will be 
made to break this contract since the unions demand full adherence 
to the contract terms. 


Freight Rates 


These rates are a result of increases authorized by the Railroaq 
Administration and the Interstate Commerce Commission to cover 
wage advances and other costs of operation approved by the Railroad 
Administration and later by the Railroad Labor Board. The ex. 
chairman of the Interstate Commerce Commission, writing on this 
subject a few weeks ago, Says: : 

‘While I can give no assurance whatever as to what may be 
done, my impression is that there will be no general reduction jn 
coal rates during the summer. I am afraid that if the present situ- 
ation continues much longer we will have a repetition this year of 
the conditions last fall, which to my mind were a great deal worse 
than paying the existing rates and securing a supply in ample time.” 


Operators’ and Dealers’ Charges 

The operator is subjected to a marked increase in supplies, equip- 
ment, royalties and taxes over 1914. The local dealer finds his team- 
ing bill more than doubled during the period under consideration, 
with other yard costs, taxes and overhead increased in like proportion, 

“Without attempting to analyze these last increases, it is 
perfectly fair to assume that a large part of the increase is 
fully justified and cannot be eliminated, but if the whole increase 
was eliminated it would aggregate but half the fixed increase 
arising from mine wages and increased rates. 

“In the face of these facts, does the possibility of a possible 
lower price weigh against the security of a supply?” 

A graph accompanying the report shows that of the increase 
in price of anthracite coal from Pennsylvania fields to Chicago, 
September, 1921, compared with September, 1914, 34.7 per cent 
is due to freight increases; smokeless mine run from West Vir- 
ginia to Chicago, 34.89 per cent of the increase is attributed to 
freight cost; southern Illinois, domestic sizes, 29.4 per cent due 
to freight. 


COAL CHARGE REVISION ASKED 


The Trafic World Washington Bureau 


The American Wholesale Coal Association has sent to the 
Commission for filing a formal complaint asking a suspension 
of all demurrage and reconsigning charges on coal “during the 
crisis developed by the strike order of the railway unions.” It 
asks that the Commission act without a hearing so that many 
of the 100,000 idle coal cars may be loaded with coal and moved 
to market before the threatened strike may become effective. 
This request the association thinks is all the more important 
since last Friday’s action of the Railroad Labor Board because 
the latter promises to give more time to load more coal. 

The reason for this action, the association said, is: “The 
people have stored some coal for use during the winter. If 
that coal pile should be dissipated by a strike, the people would 
be forced to go into the winter without any stocks. To pre 
serve the stocks, the wholesalers propose that coal for use dur- 
ing the strike shall be moved in coal cars which are at present 
lying idle.” 

The coal wholesalers say to the Commission, in their peti- 
tion, that demurrage charges alone amount to ten cents per ton 
per day. Reconsigning charges amount to 15 cents per ton, 
roughly speaking. If they should move coal to market even 4 
few days in advance of need, the steady accumulation of those 
charges would automatically advance the price at which that 
coal must sell regardless of the fact that the coal men did not 
advance their prices a penny a ton. The people would have to 
pay more for coal and the railroads would get the money with- 
out doing anything to earn it. 

The wholesalers say they know that more than 100,000 
railroad coal cars are now lying idle at or near the mines. 
the strike should prove serious, these same cars must continue 
to lie idle somewhere. The wholesalers suggest that they shall 
be idle at the market loaded with coal rather than lie idle, 
empty, at the mines. The wholesalers suggest that these extra 
service charges of the railroads should not be allowed to stand 
in the way of getting needed coal to market. The wholesalers 
suggest to the Commission that because they want to protect 
the people they should be ruined financially by being forced to 
pay the service charges provided in the tariffs of the railroads. 
It is for that reason that the suspension of these charges 5 
asked. : 

The association also has sent for filing with the Commission 
a formal petition asking for a reduction of all rates on coal ant 
coke and of charges for the reconsignment and diversion of ¢0a 
cars and for their detention. 

The petition shows that the Commission has already aU 
thorized réductions in the charges on food commodities a 
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THREE STAR LINE 


(Sté. les Affréteurs Réunis) 


REGULAR FREIGHT SERVICE 


BETWEEN 
NEW YORK—PHILADELPHIA 


AND 
Casablanca, Cadiz, Tangiers, Ceuta, Gibraltar, 
Algiers, Barcelona, Marseilles, Genoa, Leghorn. 


Through Bs/L for all ports of Spain, Morocco, Algéria, 
Tunisia, Cette, Nice and Near East 


General Offices: 23 Bridge Street, New York 


i nt: M. E. Kienappel, 142 So. Clark St. 
seiaesthinets Philadelphia Agent: Earn Line, Bullitt Buildin 


cause the loss of many hard 


BAD ORDER CARS earned dollars to railroad com- 


panies and shippers of grain, seed, food stuffs and package 


goods. 

can be saved by the use of 
MUCH OF THIS LOSS Kennedy Car Liners. These 
car liners practically condition a bad order car and enable ship 
pers to load cars that otherwise would be rejected. 


KENNEDY SYSTEM of car liners prevent leakage 


in transit and afford sani- 
tary protection to bulk shipments and food stuffs. 

Kennedy Car Liners for all cases of bad 
WE MAKE order cars, consisting of full_ Standard 
Liners, End Liners, Door Liners, Sanitary and Sand Liners. 

give us an opportunity to submit 

WILL YOU NOT full details of our system and the 
low cost of same? We are confident this would demonstrate to 
you the efficiency and money saving merits of our proposition. 


THE KENNEDY CAR LINER & BAG CO. 


SHELBYVILLE, INDIANA 
Canadian Factory at Woodstock, Ont. 
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WORLD 


Be a Certified 
Traffic Manager 


Learn By This 
IWAN Gulati 





- 


Salary $2,500 to $10,000 


A Year and More 


Get into this new big pay field now! The traffic director of a Detroit 
concern earns $19,500 a year—a Cleveland traffic man receives $24,000. 
f course every man cannot equal these brilliant successes, but number- 
less traffic positions pay from $2,500 to $10,000 a year. The work is 
fascinating and intensely interesting and the rewards are big. Thou- 
ge + et are needed now. Why don’t you qualify for one of these 
pay jo 


Learn in Spare Time 
You can quickly master the secrets of traffic management through 
our simple method of spare time study. The American Commerce Asso- 
ciation staff of experts can qualify you for a good traffic job in an 
amazingly short time. You don’t need to take a moment’s time from 


your present work—and after you have qualified we assist you to secure 
a well-paid position. 


Write for Free Illustrated Booklet 


Let us send you this free illustrated book on traffic management and 
traffic opportunities. Find out what we have done for hundreds of suc- 
cessful members and what they say of the A. C. A. Learn how we can 
help you to a lasting success and a position of prestige and importance. 
Don’t delay! Send us a postal today! Address 


AMERICAN COMMERCE ASSOCIATION 


Dept. 210-E 4043 Drexel Blvd., Chicago, Ill. 


Freight and Express Claims 


Against Common Carriers 


FOR 


Loss, Damage, Injury, and Delay 


Can be turned into cash 


Right now the thing of most importance to all shippers 
is the impending railroad strike. To recover on loss 
and damage claims it will be necessary to have accurate 
records as to inspection, notice of embargoes, likelihood 
of delay, etc. Our experts are qualified and stand 
ready to give you any further advice which you may 
desire as to the best way to protect your interests. 


The Aard Agency 


Freight and Express Claim Collection Dept. 
J. V. DeLANEY, Attorney in Charge 


SE ies 808 Westminster Bldg. 
Central Trust Company 110 So. Dearborn St. 
Chicago, Illinois 





Denney & Compan 
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emphasizes what it calls the pressing necessity of like reduc- 
tions in the charges for the transportation of the nation’s fuel. 
The association contends that a reduction in the coal rates will 
more immediately and directly stimulate industry than a reduc- 
tion in rates on any other commodity. “There is hardly a 
workshop or family,’ says the petition, “that is not affected 
by the rates on coal.” 


SHIPPING BOARD AFFAIRS IN CONGRESS 


The Trafic World Washington Bureau 


After a lull of several weeks, members of both branches 
of Congress have directed attention again to the affairs of the 
Shipping Board. 

The Senate agreed to a resolution, offered by Senator Poin- 
dexter, of Washington, calling on the board to submit a report 
to the Senate showing the debts owed by the board or the 
Emergency Fleet Corporation and the money, if any, available 
to meet such indebtedness. 

Representative Sweet, of Iowa, member of the House com- 
mittee on interstate commerce, who opposed the granting of 
a recent appropriation to the board in the amount agreed upon 
by Congress, submitted a bill to establish a Bureau of American 
Merchant Marine in the Department of Commerce. 

The bill (H. R. 8796) would transfer the “functions, powers 
and duties conferred by existing law upon the United States 
Shipping Board and the United States Emergency Fleet Corpora- 
tion,” to the proposed bureau. In general, the bill would abolish 
the Shipping Board and the Fleet Corporation and make the 
bureau take their places. The bureau would be headed by a 
director to be paid $10,000 annually and the policy would be 
under the supervision of the Secretary of Commerce. 

Just what support the bill will command is not known. 
Senator Jones, chairman of the Senate commerce committee, has 
expressed himself as much opposed to such a plan. 

In the debate on the Poindexter resolution Senator Borah 
suggested an amendment requiring the board to report the num- 
ber of officers and officials and salaried employes and the amount 
which each draws. The amendment, however, was not pushed. 
Senator Borah said he would embody the idea in a separate 
resolution later. 

Senator Poindexter said the Shipping Board was making 
no effort to meet the claims against it and said he based that 
declaration on a conversation which he had on the subject with 
Chairman Lasker. 

“He said they were not his debts,” said Senator Poindexter, 
referring to the conversation with Lasker; “they were the 
Shipping Board’s debts, and the Shipping Board did not have 
any money to pay them, and was not going to do anything about 
it at all.” 

Senator Frelinghuysen, of New Jersey, who heretofore has 
been rather outspoken against the board, said those in charge 
of the board’s affairs at present were making an effort to 
straighten the situation out as well as possible. 

Senator Underwood of Alabama, minority leader, declared 
that for a hundred years “sinister influences” have tried to keep 
American ships off the seas. 


“I do not say that there may not have been waste,” he said,. 
“but I think it is unjust to the American people, who want ships: 
on the seas flying the American flag to carry their commerce, 
to allow the Shipping Board as at present constituted or as con- 
stituted in the past to be a battledore and shuttlecock for the 
people who want to destroy our shipping fleet for their own pur- 
poses. I think it is due to the Congress and that the Congress 
owes it to the America npeople, if there is any real cause for 
complaint, to see that it is investigated and not left in a nebulous 
state. The real facts should be laid before the American people. 
We should have a concrete basis on which to fix these charges, 
and then after it is worked out and we know the facts instead 
of continually taking flings at this instrument of the government, 
if there is anything wrong, we should clean it up, clear the decks, 
and then we should give a helping hand to build up the commerce 
of America.” 

Chairman Lasker, in replying to an inquiry as to the develop- 
ments in Congress, said: 

“The members of the Shipping Board are far from being 
one bit discouraged. They find out that they are gluttons for 
punishment; and having been here four months now, in a situa- 
tion that many felt was impossible, they are not one whit dis- 
couraged. They know they have undertaken a long job and a 
hard job and a long pull, but, rightly or wrongly, the members 
of the Shipping Board feel that the establishment of a merchant 
marine is more important to America than any other question. 

“The Board is going to stick to this job with all enthusiasm 
and hard work, and will only quit if the President puts them out, 


and then they will beg him to let them stay. They and their 


associates feel inspired by the worth-whileness of the task, in 
spite of the Herculanean work necessary; and they feel sure 
that while it is a long pull and a hard pull, it is a doable thing, 
and which is going to be done in spite of handicaps, hardships or 
criticism. We are full of pep and ginger and know we are going 
to get lots of criticism. We are going to try to listen respon- 
sively to such criticism, not in resentment, but to learn some- 
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thing out of it to help tis to a shortcut in our long pull. 
our jobs.” ; 

A delegation representing the Middle West Merchant Marine 
Association called on President Harding and Chairman Lasker 
to urge the upbuilding of an American merchant marine. Mal- 
colm Stewart, of Cincinnati, acted as chairman of the delegation, 
which was introduced by Senator Ransdell, of Louisiana. The 
President told the delegates he was in hearty sympathy with 
their appeal. 


We like 





SHIPPING BOARD ACQUIRES N. Y. PIERS 


The Trafic World Washington Bureay 


- The Shipping Board has embarked on a campaign to throttle 
profiteering in pier charges in New York, according to a state. 
ment made by Chairman Lasker. 

“At a conference between the Secretary of War and Chair. 
man Lasker of the Shipping Board, the Secretary turned over 
the remaining piers the War Department has in Hoboken and 
Brooklyn to the Shipping Board, being piers No. 1 and 4 in 
Hoboken and pier No. 4 in Brooklyn, Brooklyn Army Base,” said 
he. “This now gives the Shipping Board piers 1, 2, 3, 4, 5 and 6 
in Hoboken and piers 3 and 4 in Brooklyn Army Base—a total of 
thirty-four berths.. 

“The Secretary was led to his decision by a desire to co. 
operate with the Shipping Board, that through the agency of 
the Shipping Board the federal government would aid noi only 
the Emergency Fleet Corporation but private American owners 
in ending the strangle-hold of high pier charges in New York. 
The federal government feels that the time has come for it to 
use its facilities to end conditions of overcharge on pierage to 
American vessels that have been complained of in New York 
City. Private owners who could not now get fair rates for dock- 
ing vessels can get relief through the action of the Secretary of 
War, on application to the Shipping Board. The Shipping Board 
will consider the interests of American privately-owned vessels 
fully as much as government-owned vessels in the operation of 
these piers. It is hoped thereby to bring rates down in New York 
to right and proper charges and to end the strangle-hold of 
profiteering that it is alleged has been going on. 

“In making pier charges the government proposes to keep 
those charges up to sufficient height whereby a private pier owner 
will get a proper and ample return, but the government will not 
aid in keeping up profiteering prices. Our prices will average 
three and one-half cents per net registered ton per day.” 





ASSIGNMENT OF VESSELS 
The Trafic World Washington Bureau 


In notifying representatives of commercial and steamship 
lines operating from the principal ports on the Pacific coast of 
the hearing to be held November 14 with reference to the perma- 
nent assignment of the “502” and “535” foot combination cargo- 
passenger vessels in the trans-Pacific trade, the Shipping Board 
announced that it had been suggested that 23 of the vessels be 
assigned as follows: 

Five of the ‘535’’ type from a United States North Pacific port 
on the Japan-China-Manila run. : , 

Three of the ‘535’’ type from a California port on the Japan- 
China-Manila run, together with 2 of the ‘502’ type. j 

Five of the ‘535. type on the New York-Rio-Buenos Aires run. 

Three of the ‘535’’ type between New York and London, with a 
possible call at a British channel port or_a French channel port. 

Five of the ‘502’? type between New York and Rotterdam. 

The question of the permanent assignment of these vessels 
on Atlantic routes will not be considered at the hearing Novem- 
ber 14. 

The board has seven of the “502” type vessels, all of which 
have been delivered, and of the sixteen ‘535” type vessels ten 
have been delivered and six are scheduled for delivery between 
now and April. 


TANKER TONNAGE INCREASE 
The Traffic World Washington Bureau 


The increasing importance of tanker tonnage is commented 
on in a statement by E. S. Gregg, chief of the transportation 
division of the Department of Commerce. 

“Only 55 steam tankers, totaling 201,000 gross tons, were 
flying the American flag in 1914,” said he. “Seven years later 
there were 356 oil carriers under American registry, with 4 
tonnage ten times that in 1914, according to a table compiled 
by the Bureau of Navigation. The United States now has 53 
per cent more tanker tonnage than the United Kingdom. Amert 
can-flag tankers have accounted for 76 per cent of the total world 
increase of such tonnage since 1914. 


“The rapid development of our fleet of tank ships is 4 
story of our increasing dependence upon Mexico for crude oll; 
in 1914 the United States imported 3,100,000 barrels of oil; ™ 
1920,. 105,600,000 barrels. After the outbreak of the war, many 
tankers owned by American eapital but operated under foreign 
flags for reasons of economy were transferred to American reg 
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FREIGHT and PASSENGER 
































- Between 
NEW YORK MONTREAL PHILADELPHIA 
BALTIMORE BOSTON PORTLAND, ME. 
and 
NSTOWN ANTWERP BRISTOL 
PLYMOUTH HAMBURG GLASGOW 
LON MEDITERRANEAN HAVRE 
LONDONDERRY LIVERPOOL ROTTERDAM 
CHERBOURG a DANZIG 


Import and Export Freight Shipments Solicited 
COMPANY’S OFFICES, Cunard Building, CHICAGO 
S. W. Cor. Dearborn and Randolph Sts. Telephone Central 2050 


N(Oko- ee IN 


Monthly Sailings to Princi Porte 
West Coast, South America—Direct Service 
Monthly Freight and Passenger Sailings 
Leeward and Windward Islands, Venezuela, Curacao 
and Colombian Ports 


Three week freight sailings 
Haitien, Dominican and Cuban South Side Ports 
For particulars apply 
604-12 Queen & Crescent Bidg., New Orleans, La. 


New York Office: 10 Hanover St. Chicago Office: 646 Marquette Bldg. 
Cable Address: ‘‘Orleanship” 
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Pacific Mail Steamship Co. 


Under American Flag-PASSENGERS AND FREIGHT-Established 1848 









SAN FRANCISCO-BALTIMORE SERVICE 
“PANAMA CANAL CRUISE” 


From San Francisco, Los Angeles to Baltimore, calling at ports in 
exico, Guatemala, vador, Nicaragua and Cuba 


S. S. Colombia sails from Baltimore November 7th 
S. S. Ecuador sails from San Francisco November 19th 


PANAMA SERVICE 
San Francisco to Mexico, Central America and Canal Zone 
Sailings approximately every twenty-one days 


TRANS-PACIFIC SERVICE 


“‘The Sunshine Belt to the Orient’’ 


San Francisco to Honolulu, Yokohama, Kobe, Shanghai, Manila, 
ongkong 
Passenger and freight sailings by new and luxurious U. S. Ship- 
ping Board 21,100-ton displacement, 17}4-knot, steamers S. S. 
Golden State (November 5th); S. S. Hoosier State (Decem- 
ber 17th); S. S. Empire State (February 7th). 


MANILA-EAST INDIA SERVICE 


San Francisco direct to India, calling at Honolulu, Manila, Saigon, 
Singapore, Colombo, Madras, Calcutta 

Genge and freight sailings monthly by new and commodious 

- S. Shipping Board 20,000-ton displacement steamers S. S. 


Granite State (November I5th); S. S. Creole State (Decem- 
ber 15th). 


Through bills of lading issued to and from points beyond ports of cali 








































For rates and other information apply to any railroad or tourist agency. or to 
General Passenger and Ticket office: 621 Market St., San Franciece 


General Offices: 508 California Street, San Francisco 


10 Hanover Square, N. Y. 400 Exchange Place, Baltimore 
Managing: Agents: U. S. Shipping Board 
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Managing Agents: 
American-Hawaiian Steamship Co. 
American Ship and Commerce Navigation Corp’n 
General Agents: Hamburg-American Line 


American-Hawaiian S. S. Co. 


INTERCOASTAL SERVICE 


Between New York, Boston, Philadelphia and Los 
Angeles, San Francisco, Portland, Seattle and Tacoma 


Boston Phila. New York 
| cere a Nov. 
. Sao Nov. 5 Nov. 10 
S.5. MINNESOTAN .... .ccccces Se Nov. 17 
We CE Gee cecccaversices. <oanees Nov. 19 Nov. 24 


Sailings every Thursday from New York, every 
other Saturday from Boston and Philadelphia, 
and fortnightly from the Pacific Coast ports 


EUROPEAN SERVICE 


U. S. Pacific Coast Ports to the Principal Ports of the United 
Kingdom and Continent—Direct Fort- 
nightly Sailings 





Joint Services with 
Hamburg-American Line 


To Hamburg 
NEW YORK TO HAMBURG 
Oe MR oy ie | See aaa Nov. 10 
| ®.,,  e Gite iawieis +etanin pee wees eee anes Nov. 17 
SES Sen ener en ae eee Nov. 19 
ee re rrr Nov. 24 


*Carries third-class passengers. 
+Cabin and third-class passengers 
LOADING PIER 86, NORTH RIVER 


PHILADELPHIA TO HAMBURG AND BREMEN 
S.S. SUDBURY (via Baltimore and Norfolk)........... Nov. 16 











S.S. CALLISTO (Hamburg only—via Baltimore)....... Dec. 10 
BOSTON TO HAMBURG AND BREMEN 
S.S. CLARKSBURG (via Baltimore and Norfolk)..... Nov. 1 


8.S. DEUTSCHFELD (Hamburg only—via Baltimore) ...Nov. 29 


BALTIMORE TO HAMBURG AND BREMEN 


B.S. CLARESBURG (via WNoerfelle) 2.0.00 sccccccccvcseese Nov. 10 
a ee ee Nov. 24 


NORFOLK AND NEWPORT NEWS TO HAMBURG 
AND EREMEN 


et a 6-54 coc sareis cots eiB availa id aie a erg a aOR Oct. 29 

ee NS, 6h 6ut5 6:64 ta wave. wretbvw rele hue diene oie Sr center Nov. 12 

eee hiv ola ionen dlg,'ss oh oi. ie re web heiniesw eee aKee OIE Nov. 26 

Re ee a5 oi 550,6-oisvereiordiGie 8d oie aaiela Gila einiewrnioe Dec. 31 
NEW ORLEANS TO HAMBURG 

Be oes, ranere'ig erecwve bea recaye oraliensualarevere.ecr o Slate Early November 

eS ais cs sete Gus tieaitie ois elgnoiSlereevere aie re Early December 


Through bills of lading via Hamburg issued to all Scandinavian 
and Baltic Ports 


NEW YORK TO DUTCH EAST INDIES 


Penang, Belawan-Deli, Port Swettenham, Singapore, Batavia, 
Samarang, Soerabaya 
S.S. HALF MOON 


Loading Pier 21, Pouch Terminal, Clifton, S. I. 


NEW YORK TO NORTH AFRICA, MALTA, 
EGYPT, LEVANT, RED SEA PORTS 
ee) RU TIN ki oc oss tieresentuwssovadcsnnanaaueces Nov. 25 
Loading Pier 21, Pouch Terminal, Clifton, S. I. 


General Offices: 39 BROADWAY, New York 


Telephone WHITEHALL 1020 
WESTERN FREIGHT OFFICE 
327 South LaSalle Street, Chicago Phone Wabash 4891 


BRANCH OFFICES 
40 Central Street, Boston Phone Fort Hill 3084 
Bourse Bldg., Philadelphia Phone Lombard 7050 
GENERAL PACIFIC COAST AGENTS 
Williams, Dimond & Co., 310 Sansome St., San Francisco 
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istry, 37 such tankers, aggregating 182,000 gross tons, being so 
transferred in 1915—most of them from Germany.” 

In 1921, Mr. Gregg said, the United States had 2,121,863 
tons of merchant steam and gas tanker tonnage, and Great 
Britain followed -with 1,398,187. 

“In addition to the steam and gas tankers, there are in the 
oil-carrying service 91 sailing and barge vessels of 139,000 gross 
tons, 105,000 tons of which belong to the United States, and ap- 
proximately 160,000 tons of navy vessels, 62,000 tons of which 
belong to the United States,” said he. 

“The essential fact in the oil situation is that the present 
and future sources of supply outside the United States, which 
is depending to an increasing extent upon other countries, are 
all distant overseas from the centers of consumption—for ex- 
ample, Mexico, Persia, the Dutch East Indies, etc.—which means, 
from the shipping viewpoint, more tankers. Furthermore, the 
rapid adoption of oil-burning ships (364 vessels, totaling 1,300,000 
gross tons in 1914, now 2,536 ships of 12,800,000 tons) makes 
necessary the employment of much tanker tonnage in supplying 
bunker stations. While many tankers are idle at the present 
time, any large increase in the world consumption of oil will 
call for the services of all available tonnage that can carry oil 
in bulk.” 


ALLOCATION OF STEAMSHIPS 
The Trafic World Washington Bureau 


Vice-President Smull, of the Emergency Fleet Corporation, 
in charge of charters and allocations, has announced that six 
steel steamers of the lake type have been chartered on a bare 
boat basis. 

“Three of these vessels were chartered to the United 
Steamship Company of Galveston, to be employed in service be- 
tween the West Indies and Gulf ports,” said he. “They are the 
Lake Gera, Lake Flourney and Lake Fairlie, each of 4,155 dead- 
weight tons. 

“Lykes Brothers, of Galveston, were the charterers of the 
other three vessels of this type. They are the Lake Slavi, 
4,278 d.w.t.; the Lake Florian, 4,145 d.w.t.; and the Tipton, 4,310 
d.w.t. These ships will also be used in the West Indies trade. 

“The charter parties are for a period of three months. The 
terms are 50 cents per dead weight ton per month, the char- 
terers to furnish protection and indemnity insurance and pay 
voyage repairs; owners taking care of insurance repairs and 
insuring the hulls. These steamers replace a like number of 
vessels that were allocated to these companies under the M. O.-4 
agreement.” 


OCEAN FREIGHT RATES REDUCED 


The continental conference of North Atlantic Steamship 
lines, in New York, has made effective substantial reductions in 
ocean freight rates from North Atlantic ports to Antwerp and 
Rotterdam and to Hamburg and Bremen. No changes were 
made, however, in the rates to French Atlantic ports. The fol- 
lowing table shows the commodities and the rates agreed upon: 











Hamburg 
Antwerp French Hamburg Bremen 
Rotterdam Atlantic Bremen (old rates) 
Copper ingots, in- 

got bars, notched 

bars, matte, pig 

or _ wire bars, 

Sere ae nee $3.50 wt. $5.00 wt. $4.00 wt. $5.50 wt. 
THMCOEEG. cccicveccce 27%4c 100 Ibs. 40c 100 Ibs. 30c 100 Ibs. 45¢ 
Grease .......-.--324C 100 Ibs. 50c 100 lbs. 35c 100 lbs. 55¢ 
Lead pig $3.50 wt. $5.00 wt. $4.00 wt. $5.50 wt. 
Lubricating oil...32%4c 100 Ibs. 50c 100 Ibs. 35e 100 Ibs. 55c . 
ere 4c 100 lbs. 55¢e 100 Ibs. 35c 100 lbs. 60c 
Milk, condensed. .32%c 100 lbs. 50c 100 Ibs. 35e 100 lbs. 55e 
Milk, powdered....45ce 100 lbs. 75c 100 Ibs. 50c 100 lbs. 8216¢c 
Oat feed, in bags. .27%c 100 lbs. 60c 100 lbs. 30c 100 Ibs. 65c 
PYOVISIONS ..cccces 32%c 100 Ibs. 50e 100 Ibs. 35c 100 Ibs. 55¢ 
WEE octevs.tccre woe Jee lou 50c 100 lbs. 35c 100 Ibs. 55c 


The rate on copper and lead is good for quoting in the ten- 
day period through October 28 for shipment through November. 

The old rates to Antwerp and Rotterdam were the same as 
the rates given in the column showing the rates to the French 
Atlantic ports so that the extent of the reductions to Antwerp 
and Rotterdam may be ascertained by comparison of the French 
Atlantic rates and the Antwerp-Rotterdam rates. The changes 
were made effective as of October 18. 


SHIPMENTS VIA CANAL 


Exports of wheat from the Pacific coast of the United States 
to European ports via the Panama Canal from January 1 to 
August 31 amounted to 506,583 tons, or 18,912,432 bushels, ac- 
cording to the Panama Canal Record. The total shipments of 
wheat through the Panama Canal from the Pacific to the Atlan- 
tic during this period amounted to 565,058 tons, or 21,095,499 
bushels. To this amount Canada contributed 3,500 tons; Aus- 
tralasia, 36,437 tons; South America, 13,648 tons, and the Far 
East, 4,890 tons. Barley shipments during the same period ag- 
gregated 200,788 tons, or 9,370,107 bushels, of which 8,111,927 
bushels originated in the United States. 
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What is said to be the first shipment of chilled meat from 
Canada to Europe by way of the Panama Canal was a consign- 
ment of 100 tons of mutton on the S. S. Kinderdijk, which passeq 
through the canal on August 26 en route from Vancouver and 
Seattle to London. The Kinderdijk also carried 200 tons of 
lard being sent from Los Angeles to Hamburg. 

Cold storage shipments from Australia and New Zealand 
through the canal during the first six months of the current 
—* year aggregated 186,073 tons of meats and dairy prod- 
ucts. 


SHIPPING BOARD CLAIM HEARING 


The claims commission of the United States Shipping Board 
has made the following announcement: 

“Wood shipbuilders, who have claims pending against the 
United States Shipping Board Emergency Fleet Corporation, are 
advised that the claims of the Tampa Dock Company have been 
—" for hearing before this Commission on November 1, 

i. 

“This case was selected for hearing first, because it seemed 
to present practically all the mooted points that have arisen in 
the claims of other wood shipbuilders, including claim for reim- 
bursement to cover amortization of plant. The decisions reached 
in this hearing will set a precedent for the determination of all 
other claims of like nature. 

“The commission wishes to accord to every claimant in- 
terested in the settlement of these matters the opportunity to pre. 
sent any facts or arguments that will assist the commission in 
arriving at a fair and impartial decision and to that end they 
are now invited to file a written brief or statement (six copies) 
on the matter of allowance of claims for amortization of plant. 
Ample time will be allowed after the hearing on November 1 for 
the filing of briefs, as the commission will proceed with delibera- 
tion in arriving at its conclusions in the Tampa Dock Company 
case.” 


EMPIRE STATE ARRIVES AT JAPAN 


Commenting on a cable report telling of the arrival of the 
Empire State, allocated to the Pacific Mail Steamship Company 
by the Emergency Fleet Corporation, at Tokio, Japan, W. J. 
Love, vice-president of the fleet corporation, said it should be 
“most gratifying to the American public that it is possible to 
accord these facilities to the American business men under the 
American flag.” The ship carried a mission of American busi- 
ness men to Japan. The Empire State is one of the new, fast 
trans-Pacific liners owned by the fleet corporation. 


RIVERS AND HARBORS CONGRESS AND CANAL TOLLS 


A referendum, taken by the National Rivers and Harbors 
Congress on the question of allowing American vessels to pass 
through the Panama Canal without payment of tolls, resulted 
in 435 votes being cast in favor of exempting all American ves- 
sels and 157 against, according to a statement issued by the 
congress. 


SALE OF S. B. VESSEL “CALLAO” 


The Shipping Board will receive offers up to November 7 
on the Callao, a steel steamer of 8,226 gross tons, which was 
taken from the Germans when war was declared. The ship will 
be sold at a private competitive sale. It was built in Stettin, 
Germany, in 1912. 


OPERATING STATISTICS 


Freight revenue in the seven months ended with July totaled 
$2,177,314,692 as compared with $2,210,119,657 in the same period 
in 1920, according to a statement on revenue traffic statistics of 
167 class I roads issued by the Commission. Passenger revenue 
totaled $683,341,005 as against $688,900,560 in the first seven 
months of 1920. 

In July freight revenue totaled $313,441,273 as against $356,- 
072,338 in July, 1920, and passenger revenue amounted to $108, 
652,164, as against $122,969,456 in July, 1920. 

Revenue tons of freight carried in July totaled 132,130,000 
as against 200,982,000 in July, 1920. Revenue tons carried one 
mile totaled 24,990,327,000 as against 37,075,676,000 in July, 1920. 
In the seven months ended with July, revenue tons carried 
totaled 911,486,000 as against 1,220,921,000 in 1920, and revenue 
tons carried one mile totaled 170,806,569,000 as against 227,772, 
890,000 in the 1920 period. ' 

The revenue per ton-mile in July was 12.54 mills as against 
9.6 mills in July, 1920. In the seven months’ period the revenue 
per ton-mile amounted to 12.75 mills as against 9.7 mills in the 
1920 period. 

In July, 90,899,000 revenue passengers were carried as 
against 114,698,000 in July, 1920, and in the seven months 619, 
244,000 revenue passengers were carried as against 716,394,000 
in the 1920 period. 

The revenue per passenger-mile in July was 2.987 cents as 
against 2.561 cents in July, 1920, and in the seven months’ period 
the revenue per passenger-mile was 3.103 cents as against 2.592 
cents in the 1920 period. 
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MUSKOGEE, OKLA. 


Muskogee Transfer & Storage Co. 
2—Fireproof Warehouses 


Merchandise and Household Goods 
Stored—Pool Cars Distributed 
Railroad Siding. 


BALTIMORE 


PORT of LOS ANGELES and SAN FRANCISCO 
and HAWAIIAN ISLANDS 


Express Freight and Passenger Service 


S.S. HAWKEYE STATE, Sailing December 3, 1921 
S.S. BUCKEYE STATE, Sailing January 7, 1922 


Rates and Space on Application 











MATSON NAVIGATION COMPANY 


Managing Agents United States Shipping Board 
BALTIMORE 


HONOLULU 
Castle & Cook, Ltd. 


SAN FRANCISCO 


26 So. Gay St. 120 Market Street 


PASSENGER 
and FREIGHT 
STEAMERS 


NEW ORLEANS—EUROPE 
MEXICO 


Corunna, Santander, Cherbourg, 
Southampton, and Amsterdam, via 
Vera Cruz and Havana 


Sailing from New Orleans 
S. S. Zeelandia.... November 11th 
Ss eee December 2nd 
S. S. Hollandia.... December 30th 
First, second and third class 


Sailings every three weeks there- 
after. Sailings subject to change 
without notice. 


For further particulars apply to 
THE STEELE STEAMSHIP 
LINE, INC., Agents, 

630 Common Street, New Orleans, La. 














General Offices: Chicago, 203 Dearborn St. 


Philadelphia, Drexel Bldg. 
Cincinnati, Union-Trust Bldg. 
Cleveland, Hippodrome Bldg. 


Old South Bldg. Boston, 
Ellicott Square Buffalo, 


Fortnightly 
ailings 
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'TRANS-CONTINENTAL FREIGHT CoO. 
Export and Domestic Freight Forwarders 


Consolidators of Freight and Co-operators with Shippers. A Service Which Saves 
Time, Trouble and Money. Don’t hesitate—Investigate—Write for particulars. 


Los Angeles, Van Nuys Bldg. 
San Francisco, Monadnock Bldg. 
Seattle, Alaska Bldg. 


NAWSCO LINES 


895 





\ Acquire an Expert Knowledge of: 
TRAFFIC MANAGEMENT 


Would you be able to save more money in shipping?— to reap 
greater benefit from the interstate commerce rulings? — to 
handle more advantageously the problems that come up in 
domestic and foreign traffic? Then investigate the LaSalle Problem 
Method of home-study in Interstate Commerce and Industrial and 
Railway Traffic Management. Find out how this course can assist 
you to better knowledge of traffic management by giving you 
the experience of more than 70 of America’s well known author- 
; ities and traffic executives. Write for catalog and 
low cost monthly payment plan 


LaSALLE EXTENSION UNIVERSITY 
Department 1095-TC CHICAGO, ILLINOIS 
The Largest Business Training Institution in the World 








ROUTE YOUR CARGO VIA 


Mobile=:Gulfport= Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 


We Solicit General Cargo 


LIVERPOOL AND MANCHESTER 


‘Ss. COAHOMA COUNTY Sailing Nov. 2nd 
. MAIDEN CREEK Due Mobile Nov. 8th 
Sailing about Nov. 18th 

HAMBURG AND BREMEN 
. AFOUNDRIA Due Mobile Oct. 30th 
Sailing Nov. 12th 


Due Mobile Nov. 25th 
Sailing about Dec. 3rd 


. CLAVARACK or Sub 


LONDON 


Due Mobile Nov. 20th 
Sailing Nov. 30th 


S.S. WILDWOOD 


Waterman Steamship Corporation 
MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 





Eastern Offices: New York, Woolworth Bldg. 





Portland, Ore., 13th and Kearney Sts. 
Write the Nearest Office. 


100 A-1 Steel 
Steamers 


FAST REGULAR INTERCOASTAL FREIGHT SERVICE 


BOSTON, MASS. 
PHILADELPHIA, PA. 
PORTLAND, ME. 


and 


SAN DIEGO 
LOS ANGELES 
SAN FRANCISCO 


OAKLAND SEATTLE 
ASTORIA TACOMA 
PORTLAND VANCOUVER 


Through Bills-of-Lading to Hawaiian Islands and the Far East 


NORTH ATLANTIC AND WESTERN STEAMSHIP COMPANY 


Owners and Operators U. S. Shipping Board Ships 


136 South 4th Street, Philadelphia 
xchange Street, Portland 


111 Summer Street, Boston 
2 Stone Street, New York 
or, Admiral Line, Pacific Coast Ports 


601 Bessemer Building, Pittsburgh 
142 South Clark Street, Chicago 
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| Loss and Damage Decisions 
| Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
8 aoe 1 





LOSS OF OR INJURY TO GOODS 


Initial Carrier Liable Under State Statute for Loss on Connect- 
ing Line Notwithstanding Limitation of Liability: 

(Court of Appeals of Georgia, Div. No. 2.) The receivers 
of a railroad corporation are subject to suit as such in any county 
in which the corporation may be sued for a like cause of action. 
Ball vs. Mabry, 91 Ga. 781, 18 S. E. 64 (Director-General of Rail- 
roads vs. Beard, 108 S. E. Rept., p. 310). 

Since the passage of the act of 1906 (Ga. L. 1906, p. 102), 
from which section 2777 of the Civil Code of 1910 was codified, 
the initial carrier in an interstate shipment “is liable for loss 
occasioned anywhere en route, whether on its own lines or not, 
where it voluntarily receives the shipment, notwithstanding an 
agreement or stipulation in a bill of lading limiting liability 
to loss, damage, or injury occurring on its own lines.” Heath 
vs. Sandersville R. Co., 23 Ga. App. 255 (5), 98 S. E. 92.—Ibid. 

It being clearly apparent that the bill of exceptions was 
prosecuted in this court for delay only, the statutory damages 
of 10 per cent (Civ. Code 1910, par. 6213) are awarded to the 
defendant in error.—Ibid. 

Limitation of Time for Bringing Suit Valid: 

(District Court, N. D., Georgia.) A provision in a bill of 
lading limiting the time of bringing suit for loss or damage 
to two years and one day after delivery of the property held 
valid and enforceable.—Leigh Ellis & Co. vs. Payne, agent, 274 
Fed. Rept., p. 448. 

Statutory Extension Because of Suit Dismissed Not Applicable 
to Limitation in Contract with Carrier: 


Park’s Ann. Civ. Code Ga., par. 4381, providing that a suit 
in renewal of one dismissed, but which had been brought in 
time, shall stand on the same footing as to limitations as the 
original suit, applies only to statutory limitations, and does not 
extend the time for bringing a suit barred by a limitation in a 
contract with a carrier.—Ibid. 

Under Statute Carrier Not Liable to Holder of Order Bill Lading 
for Shortage in Weight of Package Freight: 


Under bills of lading act, Aug. 29, 1916, par. 20 (Comp. St., 
par. 8604jj), where a carrier loads package freight, like cotton 
in bales, it is required to state in the bill of lading only the 
number of packages and such marks or description as will serve 
to identify them, and a further statement in an order bill for 
baled cotton of the weight of the shipment is voluntary and 
gratutitous, and where qualified by the words “subject to cor- 
rection” does not render the carrier liable to a holder of the bill, 


under section 22 (section 8604kk), for a shortage in the weight. 
—Ibid. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, Published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
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Railroad Agreeing to Reserve Steamship Space Held Not Liable 
on Failure of Brokers Through Whom Booked to Make 
Reservation: 

(Circuit Court of Appeals, Ninth Circuit.) Where a railroad 
company, which, in consideration of shipments to the coast over 
its line, was accustomed to ascertain from steamship companies 
whether they could book such shipments and at what clearance 
and rate, and, if accepted, to send confirmations to its repre- 
sentatives on the coast, who exchanged confirmations with the 
steamship company, agreed with an exporter, which had failed 
to get space, “to reserve space for the transportation of, and 
to transport or cause to be transported” from San Ftancisco 
to Japan, a cargo of pig iron at $15 per ton, and, finding it im- 
possible to secure space directly, booked it through brokers at 
such rate, which was cheaper than the steamship companies 
were asking, is not liable for breach of contract on the failure 
of the brokers to reserve space, the agreement being one of 
agency, though the railroad failed to disclose to the exporter 
the steamship with which it had booked the freight, it never 
having been able to ascertain the identity thereof from the 
brokers, the exporter having made no objection to booking the 
freight through brokers, who were not shown to be irrespon- 
sible, and there being no denial of an agent’s duty to his prin- 


cipal.—Baldwin Shipping Co., Inc., vs. Southern Pac. Co., 274 
Fed. Rept., p. 347. 
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Compressed Cotton Properly Measured According to System jn 
Use at Port of Shipment, Instead of System in Use at Place 
Where Compressed: 

(Circuit Court of Appeals, Second Circuit.) 
cotton, being shipped from New York under a contract guarantee. 
ing the cotton to be of a certain density to the cubic foot, should 
be measured, in ascertainment of the number of cubic feet, py 
the New York System of measuring a bale of cotton, around 
the bulge of the cotton instead of by the system, in use at the 
place where the cotton was compressed and other southern 
ports, of measuring the bale around the middle band betweep 
the bulges of the cotton—Barber Steamship Lines, Inc., ys 
N. P. Sloan Co., 274 Fed. Rept., p. 365. 





a ~) 
Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
* 





* 

Railroad May Be Enjoined from Appropriating Shipper’s Coal to 
Avoid Multiplicity of Actions: 

(Supreme Court of Alabama.) A railroad, appropriating coal 
accepted for shipment and avowing its purpose to again do so 
if occasion arises making appropriation of such coal necessary 
to the continued operation of the railroad, will be enjoined from 
appropriating a shipper’s coal, to obviate a multiplicity of actions, 
notwithstanding the shipper’s remedy at law.—Mobile & O. R. 
Co. vs. Zimmern, 89 Sou. Rept., p. 475. 

No balancing of the conveniences of private parties will be 
indulged when the act complained of is tortuous in itself as well 
as in its incidents, and the preservation of a clear legal right is 
involved.—Ibid. 

Where a railroad appropriates coal accepted by it for ship- 
ment on the theory it is necessary to appropriate the coal to con- 
tinue operating the railroad by reason of a coal shortage, and that 
it would pay the shipper therefor, and avows its purpose to 
continue the appropriation of the shipper’s coal if occasion 
arises, the shipper will not be denied an injunction restraining 
the railroad from continuing to appropriate its coal, on the 
ground that public interests will suffer thereby.—Ibid. 

Equity will exert its power by way of injunction to keep 
corporations within the line of their authority and to com- 
pel obedience to the Constitution without regard to the fact that 
they may be trespassers or the injuries they inflict may be 
irreparable.—Ibid. 

Court May Require Carrier to Accept Goods and Deliver Them 
at Designated Destination: 

Generally a court may compel a carrier in the exercise of 
its public duty to accept goods tendered to it for shipment, and 
thus impose on it the absolute duty to deliver them at their 
designated destination.—Ibid. 

Order of Interstate Commerce Commission Not Reviewable 
Where Evidence on Which Based Is Not Before Court: 
(District Court, W. D., Arkansas, Texarkana Division.) A 

finding by the Interstate Commerce Commission that a prior 

order making an allowance to tap lines for the haul of cars from 
place of loading to the junction point, based on mileage, covered 
only the direct movement from loading to junction point, and 

did not entitle a tap line to include additional distance neces 

sary to reach a weighing scale, on the ground that it was not 

shown to be a necessary movement by such line, held correct 
as matter of law and not reviewable on the facts, where all the 
evidence on which it was based is not before the court.—Louls! 

ana & P. B. Ry. Co. vs. United States, 274 Fed. Rept., p. 372. 

Statutory Authority to Regulate Rates Not Affected by Contracts 
Between Parties: 

(District Court, N. D., Georgia.) Where a statute gives 
power to a state commission to regulate telephone rates, they 
cannot be removed from such power by contracts betweel 
parties.—Southern Bell Telephone & Telegraph Co. vs. Railroad 
Commission of Georgia et al., 274 Fed. Rept., p. 438. 

State Commission Held Authorized to Prescribe Division of 
Telephone Tolls: 


On a hearing before a state railroad commission betwee! 
two telephone companies relating to the division of joint tolls, 
the commission held not without jurisdiction because the notice 
to the parties did not state the proposed rates and their division? 
as required by statute, where both parties appeared and took 
part in the hearing without objection, and where each k2°w 1? 
advance the division contsnde’ for by the other.—Ibid. 

A state railroad commission, having statutory authority 1 
make joint telephone rates and provide for their division, hel 
to have power to prescribe the division of tolls between 4 coll 
pany operating general lines and a local company with whose 
exchange such general lines were connected, on messages going 
over the lines of both, as “joint tolls,” and as a matter of publi¢ 
concern, the division of the tolls having such relation to the 
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HOUSTON, TEXAS 


Binyon-O’Keefe Fireproof Stg. Co. 
The House of Real Service 


The W. L. Richeson Co., Inc. 


‘EXPORT SHIPPING 
FOR ACCOUNT OF PRINCIPALS 


POOL CAR DISTRIBUTORS FOR SOUTHWEST THROUGHOUT the WORLD 


TEXAS AND MEXICO 


IDEAL FACILITIES FOR PERMANENT 
STOCK DISTRIBUTION 


500,000 SQUARE FEET FLOOR SPACE 


WAREHOUSES AT HOUSTON, 
FT. WORTH AND GALVESTON 


PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 


General Transfer and Storage Business 
Four Warehouses on Terminal Tracks 
255,000 Square Feet 


Special attention given Merchandise Stocks, 
Storage Accounts and handling of Car- 
loads for Distribution. 


NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 
Merchandise 


a 
7 STORAGE 
DISTRIBUTION 


North Kansas City Development Co. 
730 Railway Exchange Kansas City, Mo. 


FREIGHT BROKERS AND 
FORWARDERS 


(Main Office) 
Suite 1317-1326 Hibernia Bank Building 
NEW ORLEANS 


401 Produce Exchange 2nd Floor Steele Bldg. 
NEW YORK CITY GALVESTON 





ANNOUNCES 
THE OPENING OF ITS OFFICE AT 
KANSAS CITY, MISSOURI 


515 RAILWAY EXCHANGE BLDG. 


ON OCTOBER Ist, 1921 


UNDER THE LOCAL MANAGERSHIP OF MR. K. M. WHARRY 









San Francisco Warehouse Co., san eons et nia 


We make a specialty of distributing pool car shipments and warehousing merchandise of 
every description at San Francisco. ; 


Write us with reference to your San Francisco business. 





R. B. YOUNG, President and Manager 


Savannah Bonded Warehouse & Transfer Co. 
312-314-316 WILLIAMSON STREET P. 0. Box 985 


General Storage — Re-Consigning — Distributing, Forwarding — 
Beet and Efficient Service, Exceptional Facilities—Custom House 
rokere—Track Connections with all Rallroads and Steamship 
ke—Members American Chain of Warehouses—Members Amer- 
ican Warehousemen’s Association. 
Phone No. 4883 SAVANNAH, GA. 


CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 


Teaming of Every Description—City Delivery Service and Carload 
Distributors 


ROCHESTER, NEW YORK 


General Storage Carload Distribution 


Members American Warehousemen’s Association and Amcrtea 1 Chain of Warehouses 


‘B. R. & P. WAREHOUSE, Inc. 
LOUISVILLE FREIGHT 


Carload, Less than Carload and 


Pool Car Distributors 


Official Transfer Co. for all Louisville Railroads 
Write us—or Phone Long Distance, Main 329 


Louisville Taxicab and Transfer Co., keuisvile 
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rates themselves as might make a change in the latter necessary. 

—lIbid. 

Interlocutory Injur.ction Not Denied by Federal Court Bzcause 
of Pending Action in State Court, When Stay in That Court 
Not as Broad as Relief Sought in Federal Court: 

(District Court, D, Minnesota, Third Division.) Under Judi- 
cial Code, par. 266 (Comp. St., par. 1243), proceedings for an 
injunction to restrain the enforcement of state statutes or ad- 
ministrative orders will only be stayed because of the pendency 
of an action in the state court to enforce such statute or order, 
when the action in the state court is such that the same issues 
can be framed and the same questions considered and decided 
as are raised in the federal court, and the temporary relief 
granted by the stay in the state court must be of as broad a 
scope as that asked in the federal court; and hence proceedings 
by telephone companies to enjoin the enforcement of existing 
rates could not be stayed, where the stay granted by the state 
court did not suspend an order of the Railroad and Warehouse 
Commission denying increased rates, and a state statute for- 
bidding the charging of different rates than those on file with 
the commission.—Northwestern Bell Telephone Co. vs. Hilton, 
Atty.-Gen. et al.; Tri-State Telephone & Telegraph Co. vs. same, 
274 Fed. Rept., p. 384. 

In Suit to Enjoin Enforcement of Telephone Rates, Complaint 
Held to State Cause of Action Within Jurisdiction of Federal 
Court: 

In suits by telephone companies to enjoin state officials from 
enforcing existing telephone rates and an order of the state Rail- 
road and Warehouse Commission denying an increase of rates, 
a company alleging diversity of citizenship, and that more than 
$3,000 was involved, and that the order denying an increase of 
rates would deprive the company of its property without due 
process of law, contrary to Const. Amend. 14, par. 1, that the 
existing schedule was non-compensatory and confiscatory, and 
that, if the company disregarded the order and the existing 
schedule, it would be subject to criminal prosecution and pun- 
ishment by fine or imprisonment, on its face stated a cause of 
action within the jurisdiction of the federal court.—Ibid. 
Jurisdiction of Federal Court Determined from Plaintiff’s State- 

ment: 

The jurisdiction of a federal court is to be determined on 
the statement by plaintiff himself in his complaint.—Ibid. 
Commission’s Investigation of Rates and Companies’ Application 

for Temporary Increases Held Distinct Proceedings: 

Where a state railroad and warehouse commission com- 
menced an investigation of telephone rates on its own initiative, 
and before completion of the investigation telephone companies 
filed applications for increased rates temporarily, the two pro- 
ceedings were independent, and relief in the subordinate pro- 
ceeding need not await relief in the main proceeding, nor need 
the relief in the main proceeding depend on whether the relief 
in the subordinate proceeding was granted or denied.—Ibid. 
Notwithstanding Provision for Appeal from Order of Commis- 

sion, Telephone Company Held Authorized to Resort to 

Federal Court: 

Under Laws Minn. 1915, c. 152, as amended by Laws 1919, 
c. 188, authorizing the district court to modify final orders of 
the Railroad and Warehouse Commission fixing telephone rates 
and charges, if unreasonable or unlawful, and preventing the 
order of the commission from becoming final until decision of 
the appeal to the district court, the district court has only 
judicial power, and when an order of the commission was made 
the legislative stage had come to an end, and the judicial stage 
had been reached, and a telephone company, whose application 
for increased rates was denied, might resort to the federal 
district court by suit for injunction, instead of resorting to the 
state district court.—Ibid. 

Telephone Companies Held Entitled to Enjoin Enforcement of 
Old Rates, Pending Investigation Before Commission: 
Where a state railroad and warehouse commission com- 

menced an investigation of telephone rates on its own initiative, 
pending which telephone companies made applications for tem- 
porary increases in rates, which were denied by the commission, 
the telephone companies could sue in a federal court to enjoin 
enforcement of the order denying the temporary increases, 
though the main proceeding was still pending before the com- 
mission, where it was likely to continue for a very considerable 
period of time.—Ibid. 

Restraining Order Permitting Charging of Increased Rates 
Granted, Pending Application for Interlocutory Injunction: 
Pending an application for an interlocutory injunction against 

the enforcement by state officials of existing telephone rates 

and an order of a state commission denying temporary increases, 
where it appears that the existing rates are confiscatory, that the 
companies have been trying for several months to get temporary 
relief, and that every day’s delay is important and perhaps vital, 
and it cannot be told when the application for an interlocutory 

injunction can be heard by three judges as required by law, a 

temporary restraining order, granting an increase in rates until 

the hearing of such application, will be granted, on conditions 
protecting customers in case it is finally determined that the 
increase ought not to have been granted.—Ibid. 
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Personal Notes 
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Frank G. Pick, who has been traffic manager for the Flint 
Chamber of Commerce for the last four years, has been appointed 
managing director of the Port Huron Chamber of Commerce, 
Prior to his connection with the Flint chamber, where he re 
organized the traffic department, Mr. Pick spent two years as 
assistant to the traffic manager of the Chamber of Commerce 
at Fort Wayne. He began his ‘traffic work in 1899, when he 
entered the employ of the Pennsylvania lines, advancing suc. 
cessively to rate clerk and accountant. In 1903 he became rate 
expert and litigation claim clerk for the Southern Railway, at 
St. Louis, where he remained until 1908, when he entered the 
service of Armour & Co., Chicago, as supervisor of fertilizer 
rates. Between 1912 and 1915 he acted as special rate clerk 
for the Studebaker Corporation. Mr. Pick will assume his 
new duties November 15. 

A. Brostedt has been appointed general traffic agent for the 
Canadian National Railways, at Shanghai, China. 

John T. Wray has been appointed division freight agent for 
the southwestern region of the Pennsylvania Railroad, at Louis. 
ville, vice Frank G. Maus, who has been promoted to division 
freight agent, central region, at Cleveland. Mr. Wray is suc- 
ceeded as division freight. agent, central region, at Erie, Pa., by 
George Berg. 

The Norfolk and Western Railway has announced the fol- 
lowing appointments: G. J. Curran, traveling freight agent at 
Toledo, vice J. E. Horsman, who resigned; Harry Siegwald, 
traveling freight agent, at Toledo; C. E. Maurer, Detroit freight 
agent, at Detroit; J. W. Skeen, traveling freight agent, Columbus, 
Ohio. 

Joseph J. Hickey and Harry L. Bliss have resigned as traffic 
representatives for the Transmarine Corporation, at Port Nevw- 
ark, N. J., to accept positions as commercial agents for the Erie 
Railroad, in New York City. 

Under pretense that they wanted to consult him about a 
knotty matter that had come up in conference, the Interstate 
Commerce Commissioners inveigled Edgar E. Clark, former 
chairman, to the conference room October 22 and gave him a 
silver tea service as a mark of their appreciation of its public 
service and their kindly personal feelings for him. The pres- 
entation was made by Chairman McChord. Mr. Clark made a 
brief response. 

Examiner Frederick E. Brown, for several years assistant 
to former Chairman Clark, and a member of the board ap 
pointed to determine claims of the carriers growing out of 
federal control, has resigned. In a service of more than twelve 
years with the Commission, Mr. Brown gained a reputation as 
a tariff expert and as an authority on problems of procedure. 
The present code of safety regulations for the transportation 
of explosives and other dangerous articles, which has beet 
adopted by several foreign countries, was prepared by Mr. 
Brown and his assistants. After November 1 he will be con 
nected with the firm of Clark & LaRoe. 

At the annual meeting and banquet of the Oklahoma Indus- 
trial Traffic League in Oklahoma City the evening of October 
17, E. N. Adams, secretary and traffic manager of the Tulsa 
Traffic Association, was elected president and F. J. Wright, 
assistant to Manager Driscoll, of the Oklahoma City Traffic Asso- 
ciation, was elected secretary-treasurer. 

Walter I. Chudleigh has been appointed import freight agent 
of the Canadian Pacific, M. St. P. and S. Ste. Marie, and D. §. $. 
and A., with headquarters at Chicago, succeeding John J. Mor- 
ton, transferred to New York as foreign freight agent. 


DOINGS OF THE TRAFFIC CLUBS 


The Lansing Traffic Club, Lansing, Mich., will hold its annual 
banquet at the Lansing Chamber of Commerce, November 3. 








At the annual election of the Traffic Club of Wichita, held 
October 6, the following officers were elected: President, J. # 
Wilcox, traffic manager, Johnston-Larimer D. G. Co.; first vice 
president, F. E. Walling, district freight and passenger agemt, 
Missouri Pacific Railway; second vice-president, George R 
Graves, traffic manager, Dold Packing Co.; directors, G. P. Nis 
sen, traffic manager, Sterling Oil & Refining Co.; C. M. Morr 
son, traffic manager, Arkansas Valley Interurban Railway; H. L, 
McReynolds, traffic manager, White Eagle Oil & Refining Co.; 
secretary, H. G. Watts, Wichita Freight Audit Co.; treasurer, 
F. L. Partridge, traffic manager, Otto Weiss Milling Co. 





Officers of the Traffic Managers’ Club of the Brooklyn Chall 
ber of Commerce have been elected for, the coming year ® 
follows: President, P. L. Gerhardt, general manager, Bush 
Terminal Co.; vice-president, E. J. McAllister, traffic managel, 
Alart & McGuire Co.; secretary, F. E. Grace, traffic secretary: 
Brooklyn Chamber of Commerce; executive committee, chall 
man, J. A. Hoffman, general traffic manager, American Mant 
facturing Co.; W. F. Wenz, traffic manager, New York Dock (0: 









[, No. 18 


= § 


he Flint 
ippointed 
ym merce, 
‘e he re 
years as 
ommerce 
when he 
cing suc. 
ame rate 
ilway, at 
tered the 
fertilizer 
ate clerk 
sume his 


it for the 


agent for 
at Louis. 
» division 
y is suc. 
e, Pa., by 


1 the fol- 
agent at 
Siegwald, 
vit freight 
Columbus, 


| as traffic 
Port New- 
* the Erie 


1 about a 
Interstate 
k, former 
ive him a 
its public 
The pres- 
k made a 


; assistant 
board ap- 
ng out of 
1an twelve 
utation as 
procedure. 
isportation 
has been 
d by Mr. 
ill be con- 


yma Indus: 
of October 
the Tulsa 
J. Wright, 
raffic Asso- 


sight agent 
nd D. S. $. 
hn J. Mor- 
it. 


UBS 


its annual 
ovember 3. 


ichita, held 
dent, J. H. 
- first vice 
nger agent, 
George 
G. P. Nis 
_M. Morti- 
way; H.L 
fining CO; 
- treasurer, 
e Co. 


klyn Cham 
ng year as 
ager, Bush 
ic manage 
e secretary; 
ittee, chal 


rican Mant 


k Dock C0: 


October 29, 1921 











































TheKansas City Southern Ry. 
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Bert. Bolivar a 
Gulf of Mexico 


Note carefully the large distributing territory we 
reach and the service we are offering with our Three 


Fast Through Manifest trains leaving Kansas City 
each day. 


Our yard equipment of 32 switch engines at 
Kansas City insures perfect service to and from 
connecting lines. 


INCREASE YOUR BUSINESS 
BY USING THIS LINE 
Short Line to Mexia-Groesbeck Oil Fields 
ROUTE YOUR TRAFFIC CARE 


The Kansas City Southern Ry. 


WE WILL DO THE REST 


H. A. WEAVER, G. F. A. 
Kansas City, Mo. 





Kansas City, Mo. 
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J. F. HOLDEN, Vice-Pres. 
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G2, North China 
Line 
. ! Ne (Columbia Pacific Shipping Company) 
of PORTLAND, OREGON 


Regular direct service without transhipment 
between Portland, Oregon, and Yokohama, 
Kobe, Shanghai, Tsingtao, Tientsin 
(Taku Bar), Chinwangtao and 
Dairen 
Sailings Every Twenty-one Days From 
PORTLAND, OREGON 
(ALL AMERICAN flag A-1 Steel Steamers) 

SS “VINITA” November 21 






















4 | 





SS “WEST KADER” December 12 
SS “WEST KEATS” January 2 
SS “WEST NIVARIJA” January 23 


Portland Shanghai, Manila ~« Hongkong 
SS ““WEST CAYOTE”’ December 17 
Transhipment at Shanghai to American River steamers for 
Nanking, Pukow, Hankow and other open 
Yangtse River ports. 

FOR RATES AND OTHER INFORMATION APPLY 


Sudden & Christenson, General Eastern Agents 


44 Whitehall St., New York City 


or UNITED AMERICAN LINES, Agents 
327 South La Salle St., Chicago 


or 

Columbia Pacific Shipping Company 
General Offices 

Board of Trade Building, Portland, Oregon 


Rate Reductions! 
W-A-T-C-H! 


HE Commission has ordered the reduced 
rates on Grain, Grain Products, Hay, etc., 
made effective on five days’ notice—all reduc- 
tions to be effective not later than November 20th. 


Tariffs containing the reduced rates will begin 
reaching Washington shortly. We are keeping 
our SERVICE patrons fully posted by wire con- 
cerning all reduced-rate actions by carriers or the 
Commission, advising reference, the new rates, 
effective dates, etc. A wire or letter order from 
you will result in INSTANT advice regarding any 
matters of interest to you in this connection, as 
the same take place. 









LET US PUT YOU ON OUR “W-A-T-C-H-I-N-G” 
list, thus insuring you UP-TO-THE-MINUTE 
advice. 


THE CHARGE FOR THIS 
SERVICE IS REASONABLE 






The Traffic Service Corporation 


“AT YOUR SERVICE”’ 


505 Colorado Bldg. Washington, D. C. 
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G. F. Covert, traffic manager, E. W. Bliss Co.; R. D. Simons, 
traffic manager, Mergenthaler Linotype Co.; E. W. Margetts, 
traffic manager, Jones Bros. Tea Co.; J. F. Smith, treasurer, The 
Sterling Piano Co. 





Frederick H. Wood, general attorney and commerce counsel 
for the Southern Pacific, spoke to the members of the Traffic 
Club of New York, October 25, on the subject of “The Economic 
Readjustment and the Railroads.” Mr. Wood told the traffic men 
to be of good cheer, since, in his opinion, there “can never be 
another surrender like that which preceded the passage of the 
Adamson act.” He explained the impossibility of the granting 
of rate reductions by the carriers without a corresponding re- 
duction in operating expenses and said the roads were prepared 
to face the situation of a strike rather than recede from the 
position announced by them—that of wage reductions as a step 
toward rate reductions. At the conclusion of the talk, the traffic 
men adopted a resolution pledging their support to the railroads 
in the event of a strike. 


The Committee on Freight Claim Prevention of the Freight 
Claim Division, A. R. A., and the American Railway Express 
Company are putting the finishing touches to plans for “Perfect 
Package Month,” which is to be observed throughout the United 
States and Canada in November. 

The purpose of the movement is to stimulate further public 
interest in good packing of shipments and to enable the carriers 
to improve the transportation service of the country. In Novem- 
ber, an examination of all shipments sent by freight or express 
will be conducted, to obtain information as to the best shipping 
methods carried on by the various trades and industries. 

In every city and town, the railroad and express people are 
forming campaign committees, to co-operate with local shippers’ 
associations, in carrying out the plans announced for “Perfect 
Package Month.” “Exception Reports” will be made out for all 
faulty shipments discovered and these reports will be sent to the 
shippers’ association for tabulation, to ascertain how high a 
percentage for perfect packages the shippers of that city have 
attained. 

At the conclusion of the movement the record of each city 
for “Perfect Package Month” will be tabulated and published 
broadeast. The leading city will be exploited because of its 
perfection in shipping methods. Considerable rivalry has been 
aroused among traffic organizations which have determined to 
make their cities the leader of ‘‘Perfect Package Month.” 

November was selected for the campaign, as the carriers 
are in a position where they can give more careful examination 
of passing traffic, and could in fact handle at least 25 per cent 
more business. 

Every city or town throughout the United States and Canada 
that ships by rail and water will be informed of these plans and 
be asked to aid in carrying them out. The entire working or- 
ganizations of all of the railroads, express companies, and steam- 
ship lines are also to be enlisted in the campaign, comprising a 
force of nearly 2,000,000 men. 

In connection with the campaign the National Industrial 
Traffic League has issued the following circular to its members: 


No doubt you are familiar with the perfect package campaign to 
be conducted jointly by the American Railway Association and the 
American Railway Express Company, during the month of November. 
The league’s committee on claim prevention has considered this mat- 
ter and has decided to ask every member of the league to co-operate 
with the railroads and express companies in the effort to accomplish 
the greatest good to shippers and carriers alike, as a result thereof. 
The league is always anxious to bring into ful] view any transportation 
weaknesses, whether on the part of carriers or shippers, and we are 
particularly anxious to emphasize this point and play our part fully 
to that end. 

Many members have expressed a difference of opinion as to the 
percentage of responsibility for loss and damage claims due to the 
railroads’ own shortcomings in transportation, or poor packing by 
shippers. Your committee feels sure these opinions will be tempo- 
a, set aside until the results of this campaign have been ascer- 
tained. 

On November 8, the day preceding the league’s next annual meet- 
ing, it is proposed to hold a special meeting by this committee, at 
the rooms of the Chicago Traffic Club, at 7:30 p. m., when any mem- 
bers of the league who are broadly interested in claim prevention 
may submit such matters for further investigation or development. 
Please communicate with the undersigned, announcing your inten- 
tion to be present and the subject you wish to discuss. 





ALABAMA AND MISSISSIPPI ABANDONMEN 

R. V. Taylor, receiver of the Alabama & Mississippi rail- 
road companies of Alabama and Mississippi, has been author- 
ized by the Commission to abandon the lines of railroad of said 
companies, extending from Vinegar Bend, Ala., to Pascagoula, 
Miss., a distance of about 75 miles. The two companies were 
treated as constituting one railroad. The territory traversed 
by the road consists largely of cut-over timber lands, and most 
of the road’s traffic has been negligible. For the five years end- 
ing December 31, 1920, the operations resulted in a net deficit 
of $51,658.14, of which $28,661.81 was incurred in 1920, the Com- 
mission said. The principal points along the road, with the 
exception of Leakesville, the Commission said, are served by 
other railroads. 
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LOADING OF REVENUE FREIGHT 


The Trafic World Washington Bureay 
In the week ended October 15 the railroads loaded 906,034 


ears of revenue freight, the largest number of cars for any week 


since November 12, 1920, when the total was 919,909 cars, accord. 
ing to the weekly report of the car service division of the Amer. 
ican Railway Association. As compared with the week ended 
October 8, there was an increase of 10,294 cars, but a decrease 
of 112,505 cars as compared with the loading of a year ago, 
when 1,018,539 cars were loaded. That week in 1920 was one 
of the record weeks for loading. 

The loading of grain and grain products showed continued 
decrease, which is seasonal, although the number of cars loaded 
was still well above the loading in the corresponding week of 
last year. The loading of live stock showed a marked gain 
and was the heaviest of any week since November, 1920. The 
loading of commercial coal continued to increase, the figures for 
the week ended October 15 being the highest of any week this 
year. ; 

Loading of forest products showed a marked increase over 
the previous week and the number of cars was the largest of 
any week since February, 1921. The loading of miscellaneous 
freight also was the highest of any week during this year, 
Loading of coke was greater than in any week since March 12, 
1921. 

The loading of ore, however, was the lowest of any week 
since that of May 7, 1921. 

The loading by districts in the week ended October 15 and 
the corresponding week of 1920 was as follows: 

Eastern district: Grain and grain products, 8,932 and 6,406; 
live stock, 3,332 and 3,156; coal, 48,327 and 60,830; coke, 1,923 
and 3,931; forest products, 4,437 and 8,024; ore, 1,166 and 10,238; 
merchandise, L. C. L., 61,715 and 48,991; miscellaneous, 84,487 
and 105,390; total, 1921, 214,319; 1920, 246,966; 1919, 233,721. 

Allegheny district: Grain and grain products, 2,948 and 
2,649; live stock, 3,550 and 3,530; coal, 53,486 and 67,128; coke, 
2,674 and 6,866; forest products, 2,951 and 3,492; ore, 2,945 and 
13,989; merchandise, L. C. L., 47,427 and 40,358; miscellaneous, 
58,829 and 76,593; total, 1921, 174,760; 1920, 214,605; 1919, 201,531, 

Pocahontas district: Grain and grain products, 212 and 82; 
live stock, 474 and 469; coal, 25,137 and 23,604; coke, 172 and 
1,050; forest products, 1,242 and 1,680; ore, 11 and 336, mer- 
chandise, L. C. L., 5,527 and 5,327; miscellaneous, 4,060 and 
5,138; total, 1921, 36,835; 1920, 37,694; 1919, 36,184. 

Southern district: Grain and grain products, 3,547 and 
2,953; live stock, 2,289 and 2,522; coal, 26,415 and 29,059; coke, 
456 and 1,566; forest products, 16,986 and 18,579; ore 489 and 
3,350; merchandise, L. C. L., 40,087 and 36,519; miscellaneous, 
41,268 and 40,790; total, 1921, 131,537; 1920, 135,338; 1919, 122, 
953. 

Northwestern district: Grain and grain products, 15,575 
and 14,013; live stock, 9,035 and 9,525; coal, 11,108 and 11,620; 
coke, 741 and 1,734; forest products, 12,722 and 14,216; ore, 
13,655 and 44,394; merchandise, L. C. L., 29,184 and 29,115; 
miscellaneous, 42,680 and 43,322; total, 1921, 134,700; 1920 167, 
939; 1919, 161,725. 

Central western district: Grain and grain products, 12,960 
and 10,636; live stock, 14,102 and 13,027; coal, 21,956 and 27,516; 
coke, 218 and 473; forest products, 7,200 and 7,069; ore, 724 and 
3,385; merchandise, L. C. L., 32,101 and 31,487; miscellaneous, 
56,922 and 51,920; total, 1921, 146,183; 1920, 145,513; 1919, 
142,440. 

Southwestern district: Grain and grain products, 4,198 and 
4,071; live stock, 3,428 and 2,827; coal, 5,127 and 6,914; coke, 
148 and 150; forest products, 7,479 and 7,252; ore, 799 and 737; 
merchandise, L. C. L., 16,500 and 17,895; miscellaneous, 30,021 
and 30,638; total, 1921, 67,700; 1920, 70,484; 1919 63,524. 

Total, all roads: Grain and grain products, 48,372 and 40; 
810; live stock, 36,210 and 35,056; coal, 191,506 and 226,671; 
coke, 6,332 and 15,778; forest products, 53,017 and 60,312; ore, 
19,789 and 76,429; merchandise, L. C. L., 232,541 and 209,692; 


miscellaneous, 318,267 and 353,791; total, 1921, 906,034; 1920. 
1,018,539; 1919, 972,078. 
SOUTHERN RAILWAY BONDS 
The Commission has granted authority to the Souther! 


Railway to sell not exceeding $5,655,000 of first consolidated 
mortgage 5 per cent gold bonds, for the purpose of providing 
funds for the redemption of an equal amount of first mortgage 
bonds of the Georgia Pacific Railway Company, which mature 
January 1, 1922. The Commission said the bonds should be 
disposed of at’ approximately 85%, but that in no event should 
the net return be less than 81 per cent of the principal amount 
of the bonds sold. 


CARS IN BAD ORDER 
The total number of freight cars in bad order on October 
15 was 354,996, or 15.5 per cent of the total number of cars on 
line, compared with 364,372 cars, or 15.8 per cent, on October 
1, according to compilations made by the car service division 
of the American Railway Association. 
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ABOLITION OF LABOR BOARD 


Editor The Traffic World: 

The writer is in full harmony with the sentiment expressed 
in the article “Labor Board a Menace,” published in your issue 
October 15, and also with the action of the Traffic Club of 
Chicago. 

It is evident that the public is realizing that the Labor 
Board has failed to accomplish its purpose, and right now is the 
opportunity of all railroad executives to-fall in line with public 
opinion and insist on their right to manage their own affairs, 
at least in regard to spending their own money, even if a limit 
is placed on their earnings. No blame can be attached to the 
personnel of the Labor Board, who, no doubt, used their best 
judgment with the data at their disposal; but it appears to me 
to be an impossible task for any individual body to plan, and 
put into effect with any degree of success, a uniform scale of 
wages for railroad employes of approximately three hundred 
different roads, each operating under different conditions, and 
in various territories. A scale of wages paid by railroads in one 
section of the country may be altogether prohibitive in another 
section, and while the principle may appear to be satisfactory 
in theory, it is no more practical with the railroads than it 
would be with industrial corporations. The railroads are again 
(or, rather, supposed to be) under private control, and the 
question of wages paid to their employes should be a matter 
of concern to each individual road only, and not placed in the 
hands of a governmental body to determine what the amount 
shall be. 

The fallacy of appointing a Railroad Labor Board is clearly 
shown by their inability to settle disputes which have developed 
into a threatened nation-wide strike, and the public is naturally 
not in sympathy with the railroad unions at this time, in view 
of the fact that reduced operating expense is essential to adjust- 
ment in rates. Less legislation and a more efficient business 
principle in railroading, is the basis for profitable operation. 

Niagara Falls, N. Y., Oct. 21, 1921. B. Scrivener. 


RATE COMMITTEES DEFENDED 


Editor The Traffic World: 

With reference to a certain letter reproduced in The Open 
Forum bearing on the question of railroad rate committees: 

In the first paragraph of that letter there was this state- 
ment: “If there are any shippers perfectly well satisfied with 
the present method of handling rate applications, let them speak 
up.” Without trying to enter into any controversy with anyone, 
we would like to express an opinion in answer to the invitation 
above quoted. 

It is a known fact that the present system of regulating 
freight rates is not 100 per cent perfect. No innovation in the 
question of rate making is perfect at its inception, and naturally 
the present plan has shown some defects, but any fair minded 
traffic man must admit that the present method of regulating the 
freight rates is a very decided improvement over that which 
existed prior to federal control. Certainly it is a very desirable 
thing for the shippers of the country to be given an opportunity 
of a fair and open discussion before an open tribunal of any 
rates before they are published. The language of the Interstate 
Commerce Commission (34, I. C. C. 579-80, and 25, I. C. C. 451) 
clearly indicates what the opinion of that body is with respect 
to the present method of regulating the freight rates of the 
country, and unquestionably it is a great advantage over previous 
conditions. 

We have occasion, at times, to go before the eastern commit- 
tees and in each and every instance were given every considera- 
tion. We have not had occasion to appear before the Pittsburgh 
committee, which is cited in the article above referred to, and, 
therefore, cannot speak authoritatively of the action of that com- 
mittee, but we can speak authoritatively for our section of the coun- 
try. We have had occasion after occasion to docket subjects with 
the standing rate committee of the Western Trunk Lines. We have 
had opportunity to present our views in opposition to many 
other subjects that have been docketed, and in each and every 
instance we have been given every consideration; and by this, 
we do not mean to say that the committee has agreed with us 
in every case, but they have weighed fairly and honestly all of 
the evidence submitted by shippers’ representatives, both for 
and against the propositions as submitted. 

The personnel of the standing rate committee, Western 
Trunk Line, is exceptional in that each man is of broad experi- 


ence in railroad traffic work, and further in the fact that each 
is big enough to look without bias on the merits of any proposi. 
tion submitted to them. Further than this, the committee as q 
body, is courageous enough to make any recommendation that 
in its judgment, seems right and fair, all things considered, 

In the letter above mentioned, it is intimated that the 
quicker the railroads individually begin to make their own 
freight rates, the better it would be for all concerned. In answer 
to that, we would say that the quicker individual action is abgo. 
lutely abolished, and the sooner freight rates concocted at private 
sessions and published over night for the special benefit of cer- 
tain interests (and 98 per cent of all the freight rates made 
on the spur of the moment are made for this reason), are abolished 
entirely, the better it will be for all concerned. No freight rate, 
except as an emergency proposition, should be reduced or ad- 
vanced on short notice without all parties at interest being 
given an opportunity of being heard. This is the valuable work 
of the rate committees of the country, and it is most desirable. 

It is true that the efficacy of the standing rate committees 
throughout the country is measured entirely by the freedom in 
which they are allowed to operate; but, so far, in so far as our 
western situation is concerned, we have no occasion for com- 
plaint on this ground. 

We have seen from time to time various unfair criticisms 
of the rate committees, and, while there may be certain instances 
where the work of the rate committees might have been im- 
proved, on a general proposition, speaking purely on the stand- 
point of the West, we are more than willing to see the system 
as initiated by the Western lines and followed by the other lines 
throughout the United States of the rate committees carried on 
in the manner in which they are now functioning. If the ship- 
pers will lend a little co-operative thought and effort to the rate 
committees, and will curtail so much of their abuse, we think 
that the system as a whole will work out to the entire satisfac- 
tion of the shipping public as well as the railroads. 

F. S. Keiser, Traffic Commissioner, 


Commercial Club of Duluth. 
Duluth, Minn., October 21, 1921. 


INCREASES IN RATES 
Editor The Traffic World: 

The writer has noted with interest the suggestion made by 
J. C. Field, traffic manager of the Elmira Chamber of Commerce, 
with respect to future increases in rates so that the burden vill 
not be placed on long-distance traffic. 

The proposal made by Mr. Field, however, simply reverses 
the situation and the short distance traffic is penalized by mak- 
ing the rate so high that low grade traffic, at least, could not 
move thereunder and shipments would be diverted to motor 
truck routes. 

Another thing that Mr. Field has overlooked is that the 
percentages which he suggests would make an inconsistent mile- 
age scale or rate adjustment. When changes were made from 
one percentage to another the result would be that the rate scale 
would be a series of steps and in some instances the rates for 
longer distances would be less than they were for the shorter 
ones. As an example; the following distances, rates prior to 
August 26, 1920, the present rates, and those proposed under the 
application of Mr. Field’s percentages would be as follows: 


Miles Old Rate Present Suggested 
20 27% 38% 48 
25 29 401% 50% 
30 30 42 52% 
35 32 45 48 
40 33 46 4914 
45 34% 4 


81 5114 

In working out a scale based on _: rates which were 
in effect in Central Freight Association territory prior to the 
advance under Ex Parte No. 74, I find that for 55 miles, the 
rate was 37 cents; for 100 miles, 4414 cents and for 150 miles, 
50% cents. ; 

If the percentages suggested by Mr. Field were applied t 
these rates the result would be that the rate would be 551% cents 
for the three distances of 55 miles, 100 miles and 150 miles 

The writer does not feel like criticising constructive Sue 
gestions and believes that the proposal might work out to ad- 
vantage so that long haul business would not suffer like it doe 
under the present method of making flat percentage increase. 
This might be accomplished by retaining the percentage arrang 
ment which Mr. Field suggests for rates over 50 cents, scaling 
down from 10 per cent to 2 per cent, but, instead of using the 
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higher percentages which he shows, it is the writer’s belief that 
in no case should the increases in rate exceed 50 per cent. 
: H. F. Masman, Manager, Traffic Dept., 
National Association of Waste Material Dealers, Inc. 
New York, N. Y., October 19, 1921. 


SECTION 28, JONES ACT 
Editor The Traffic World: 

This section of the law has come recently before the public 
and has been discussed from various angles. 

It is recalled that, under certain conditions, preferential 
rates may be made for shipments moving from the interior to 
the seaboard when the traffic is to move in American ships. 
We are told that it is contrary to treaty obligations. Do treaty 
obligations go ahead of domestic law? 

The point which seems to have been overlooked or ignored 
is covered by the question, “who pays the freight?” Ninety 
per cent or more of the foreign business is done upon terms 
c. i. f. (cost, insurance and freight). The shipper supplies the 
goods, pays freight and insurance, and upon presentation of the 
usual documents, gets his money. Title to the property passes 
to buyer, whether the purchase is at the interior or at the 
seaboard. 

It has always been a recognized principle that he who pays 
the freight may select the route. 

In foreign business, banks buy drafts. Quite naturally, the 
draft must be supported by security, collateral, or whatever we 
may want to call it. 

There is an expression that it is desirable to make our 
people “ship minded.” This probably means that our people 
become interested in their own ships. Perhaps there is no 
better way to accomlish this than by making it profitable to 
them to use our shins and to bring this to their attention 
through the medium of a saving in freight. 

It certainly is most desirable to have our people interested 
in their own ships. We have been fed up on dope composed 
of half truths and whole misrepresentations as to how much 
better others can do the sea-carrying business. Since we have 
come into the business, we have had innumerable examples of 
performances by our ships which show that our ships, our men 
and our methods are quite as good as the best. 

There has been plenty of what Lloyd George calls ‘the 
froth of sloppy thinking” and the time is fast approaching when 
it will be necessary to come down to brass tacks. 

North Atlantic and Western S. S. Company, 
J. D. Hashagen, Traffic Manager. 
Boston, Mass., Oct. 19, 1921. 


PROPER WAGES FOR LABOR 


Editor The Traffic World: 

I have been greatly interested in the articles which appear 
every week in The Traffic World regarding reduction of freight 
rates and, as we are in the manufacturing business, our life, 
of course, depends upon the railroads. 

Now, understand, I have been studying the situation from 
both sides, and I am neutral. 

The railroad executives decided at tneir meeting in Chicago 
to make a 10 per cent reduction in wages. Now, do you think 
this is fair to men with families that are now making $150 per 
month and under? And everyone knows that is acquainted 
with the railroads that there are thousands of these men all 
over the country, and this is where the Labor Board is needed 
to see that justice is done, and they should have the backing of 
all the people. 

I believe that certain organizations should be cut 10 per 
cent, and some high salaried men as much as 2U per cent, and 
if they want to strike, let them strike, and everyone unite and 
fight them to a finish. These organizations are the ones that 
are holding the poorly paid men down and keeping freight rates 
out of reason. And there could also be a great deal of house 
cleaning done outside of union organizations, which would help 
a great deal in reducing freight rates. 

This company does not only believe in paying a man enough 
for his mere existence, but a salary that will enable him to 
live and not only have the necessities of life, but so he can put 
a little away each month, and I believe that if this policy was 
practiced more, we would have lots of better citizens. Of course, 
you always find men who will take advantage of anything, and 
these are the men that should be dealt with severely, and not 
all made to suffer. Laboring people will not take enough in- 
terest in their work when living from hand to mouth. Future 
gives a man ambition, and his employers will gain instead of 
losing by making a future for him. 

M. G. Howard, Traffic Manager, 
Lange Soap Company. 
San Antonio, Texas, October 20, 1921. 








CHANGE IN DOCKET 


Argument in 1180, Belber Trunk & Bag Co. vs. W. J. & S. 
et al., assigned for Oct. 28 at Washington, was postponed to 
a date to be hereafter fixed. 
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Questions and Answers 


In this department will be answered questions of both legal and 
i practical nature that confront persons dealing with traffic. A specialist 
H on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
| of interstate transportation of freight. A traffic man of long experience 
I and wide knowledge will answer questions relating to practical traffic 
oblems. We do not desire to take the place of the traffic man but to 
elp him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
| authorities in a legal opinion, for instance—may obtain this kind of 
\ private service by the payment of a reasonable fee. The right is re- | 
4 served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves qa | 
a 


eee () 


situation too complex for the kind of investigation herein contemplated, 
Address Questions and Answers Department, 
; Traffic Bervice Corporation, Colorado Building, Washington, D. C. 


Re (SS LL LI 
Delay—Measure of Damages 


Illinois —Question: The writer has read your reply to his 
question (page 618 of the September 24 issue of The Traffic 
World), with reference to the measure of damages on shipments 
delayed, causing deterioration and market decline, and either 
the question submitted you was not clearly stated, or your reply 
is a general statement, for the reason that you have not spe 
cifically said which of these two instances, in your judgment, 
represented the true nature of damages for which the carriers 
should be made liable. 


We note you state that the consignee can only recover the 
full amount of his loss or damage. As a matter of fact, car 
being due on the market of August 17, had it arrived, the con- 
signee could not possibly have obtained more than $960 for his 
car on that date, but, due to the fact that when car did arrive 
there had been an advance in market, could have sold for $1,280. 

The question is, whether or not the true measure of dam- 
age is on the latter basis. 

Answer: For unreasonable delay in the transportation of 
goods, as distinguished from injury suffered by the goods in 
consequence of the delayed delivery, the shipper is entitled to 
recover the difference between the market value of the goods 
at the time and place at which delivery should have been made 
and the market value at the time and place when delivery was 
actually made. 

If injury to the goods results from unreasonable delay in 
transportation, the shipper may recover, not only the difference 
in the market value thereof at the time they were delivered, 
but he is entitled also to recover damages for injury to the goods. 

However, in the event that the market price at destination 
is higher on the day on which the shipment arrived than it was 
on the day it should have arrived, it seems evident that for 
delay to the goods there can be no recovery, as the shipper has 
not been damaged. 


Where, however, injury to the goods is suffered in conse 
quence of the delayed delivery, recovery may be had for the 
injury to the goods, and the basis of recovery is, {n accordance 
with the decisions of the courts in numerous cases, the difference 
between the reasonable market value of the goods at destination 
in the condition they would have been in had they been de 
livered within a reasonable time after shipment, and their market 
value in the condition in which they were at the time they did 
arrive. See Lyons vs. Grand Trunk Ry. Co. of Canada, 152 
N. W. 88, and Smith vs. C. R. I. & P. Ry. Co., 170 S. W. 324. 

In the instant case, if $960 was the market value on August 
17 and $700 the market value of the goods in their deteriorated 
condition on August 21, the carrier is liable for the difference 
between the market value when they should have arrived— 
namely, August 17—and their market value in their deteriorated 
condition when they did arrive—namely, August 21; that 3s, 
the difference between $960 and $700, or $260. 


Liability of Consignee for Destruction of Goods Held for Salvage 


lowa.—Question: The consignee receives a shipment 0! 
flour—a portion of which is very badly damaged by oil. There 
is no possible chance for the consignee to recondition this flow 
or sell it at his place of business. There are two courses he 
can follow, one'being to refuse to take the flour from the rail- 
road, and the other being to take it in to his warehouse at the 
request of the railroad, file claim and hold the salvage fo! 
disposition of the carrier. 


While the goods are still in the possession of the consign¢ 
and before claim has been paid or disposition given by the rail 
road, the consignee has a fire and the salvage flour is totally 
destroyed. What liability attaches to the consignee in connec 
tion with the destruction of the salvage goods? ; 

Answer: The consignee may not refuse to receive a ship: 
ment which has been damaged in transit. His duty is to accel! 
the goods and dispose of them to the best advantage, unless 
the character of the property is, by the negligence of the a 
so changed that it cannot be applied to the original use of th 
property. P 

Assuming that the damaged goods are wholly worthless . 
the consignee and that he is in a position to prove this facl, 
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Gulfport Harbor, Gulfport, Mississippi 
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Gulfport, Mississippi, holds the record for exporting the greatest combined quantity 
of Yellow Pine and Hardwood Lumber of any port in the United States. 


High records of worthy achievements are not made without good reasons. 


ON EXPORT LUMBER, GULFPORT HAS: 


No handling from cars to shipside. Each 
car is placed alongside ship with con- 
tents in reach of ship’s tackle, avoiding 
breakage, shortage and defacement. 


No wharfage charges. 

No handling charges on lumber and articles 
taking lumber rates. 

No charges for storage in open storage yards. 


Nearly two miles of modern docks with rail service at every berth. 


AN ECONOMICAL PORT 


Served by the 


GULF AND SHIP ISLAND RAILROAD 


Inquiries as to the advantages of this port are solicited. 


T. E. Harris, Traffic Manager 


Gulf and Ship Island Railroad Gulfport, Mississippi 
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then the consignee is holding the goods merely as a gratuitous 
bailee for the carrier. F 

In the instant case, we are of the opinion that the con- 
signee is not liable unless it can be proved that the damage 
was caused through gross negligence on his part, for the reason 
that where goods are held by one party for the sole benefit of 
another party, the bailee or person holding the goods is bound 
to exercise slight diligence only, and is responsible only for 
gross negligence. Gross negligence, in .this connection, has 
been defined as nothing more than the failure to bestow the 
care which the property in his possession demands, and it has 
also been stated to be the general rule that the gratutitous 
bailee must exercise the same care with respect to the property 
that an ordinary, prudent and careful person, in this situation, 
would bestow on his own property of the same character. 


Damages—Measure of 


Kansas.—Question: Some of our western railroads appear 
to have adopted the policy of requiring claims for loss or dam- 
age in transit to be based on the market value at the time and 
place where the goods should have been delivered rather than 
the price at which the goods were invoiced at the time of ship- 
ment. 

Of course, we are more or less acquainted with the deci- 
sions upon which this policy is based. But we would like to 
know if the adoption of this policy by the carriers for any and 
all claims of this nature is defensible. And if this rule is to 
apply to present claims, why may it not also be made to apply 
to claims filed and collected in the past when the market price 
of our particular commodity was almost uniformly higher at 
time and place of delivery than the invoice price? In other 
words, if we accept the carriers’ present position, may we re- 
open old claims and collect the market price of lost or damaged 
goods on this same theory? - 

And who is to be the judge of a pré valuation at destina- 
tion under the attempted arrangement# Many times it would 
be exceedingly difficult to determine the proper valuation on 
lost and damaged goods. 

Apparently the carriers are undertaking to put this rule 
into effect at a time when the average value of commodities is 
declining while they are in transit, thereby reducing the amount 
of carrier’s liability. But it so happens that our commodity 
fluctuates about as much one way as it does the other, so that 
the result would not change greatly on the average. But we 
do object to the amount of detail involved in the valuation of 
lost or damaged goods on a basis of the market at time and 
place of delivery. 

In spite of some decisions to the contrary, we still cling 
to the belief that when we deliver a hundred dollars’ worth 
of merchandise to the carrier, it should be responsible to us 
for the safe delivery of the commodity or the return to us in 
dollars and cents of such portion of the consignment as was 
not properly deliverable. Please advise us as surely as may be 
in the premises. 

Answer: In case of loss of, or injury to, goods, the carrier 
is liable for all damages proximately resulting from the carrier’s 
breach of duty, and the amount thereof is, under the rule of 
the common law, to be determined, in the event of damage to 
the shipment, by the difference between the value of the goods 
at the time and place of delivery in an uninjured condition and 
their value in the depreciated condition in which they are de- 
livered, while in the event of loss the carrier is liable for the 
market value of the goods at the place of destination at the 
time when delivery of the goods should have been made. 

Where the goods lost or damaged are without market value, 
the actual or intrinsic value must govern, and any facts by 
which the fair valuation of the goods may be arrived at may be 
submitted. 

It should be understood, however, that, as the liability of a 
earrier for loss of, or damage to, goods, is that fixed by the 
decisions of the courts, the voluntary settlement of claims for 
loss or damage is necessarily influenced to a great extent, if 
not entirely, by the legal liability of the carriers and, that, 
therefore, as the destination market value, if there is one, is 
the basis of recovery in a court action, the carriers may right- 
fully insist upon this value being used in the voluntary settle- 
ment of claims for loss or damage. 


Where there is an established market value, as in the case 
of grain or live stock, it is comparatively easy to determine 
the value to be used in the voluntary settlement of a claim, 
but where is no established or easily determined market value, 
the settlement of claims upon the destination value will neces- 
sarily be troublesome and, in case of dispute, as in any other 
matter, only a jury can settle the question after considering 
all of the facts submitted to it. 


Ordinarily, where there is nothing more than a simple pay- 
ment, the acceptance of a less sum of money in satisfaction 
of a greater sum due will not be sufficient to sustain a plea of 
accord and satisfaction, but where the creditor, in order to avoid 
suit on an account, the result of which he is doubtful, agrees 
to receive any sum in full satisfaction of the amount claimed 
to be due on the account and the debtor pays the sum agreed 
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upon, such agreement of payment will completely discharge the 
debtor from liability. In other words, a receipt in full operates 
as a release, especially if the amount of the debt is doubtfy 
at the time of the receipt, or where the creditor was mistaken 
regarding the amount due, or failed to exercise sufficient pre. 
caution to ascertain the amount due. Therefore, if the circum. 
stances surrounding the settlement of your claim were such as 
not to amount to an accord and satisfaction, they may be ye. 
opened and settled upon the proper basis. 


Damages—Delay in Furnishing Cars 


Michigan.—Question: Under date of May 2, we placed order 
with carrier for three cars to load grain. These cars were 
furnished and loaded on May 7, 10 and 17. On May 7 we placed 
order with same carrier for one car to load grain for immediate 
-oading. This car was not placed and loaded until May 17, 
In the meantime our customer canceled the contract account 
delay in shipment. We resold the car to him on May 17 at 
a loss of 2 cents per bushel from the original price. 

Can the carrier be held liable for this loss account their 
failure to furnish equipment? If so, kindly quote court decision 
covering, if possible. 

Answer: It is the duty of a common carrier to provide and 
furnish all reasonable and necessary facilities for the prompt 
transportation of such goods as it holds itself out to the public 
as engaged in carrying, and in such quantities as might rea- 
sonably and ordinarily be expected to be offered for transporta- 
tion. The duty of a carrier to furnish reasonably adequate 
service is commensurate with the powers and privileges con- 
ferred upon the carrier, and in the just requirements of the 
public. ‘‘Promptness in transportation,” it is said, “is of great 
and increasing importance, and hence common carriers should 
be required to use every reasonable means and to take every 
reasonable precaution to insure it.” 

The carriers are expected to be prepared with the equip- 
ment necessary to handle the average traffic offered them, but 
they are not required to provide facilities to meet an unexpected 
and unprecedented rush of business, or unusual and extraordi- 
nary contingencies, which ordinary prudence or foresight would 
not anticipate. 

For unreasonable delay in furnishing cars for transportation 
of goods, the shipper is entitled to recover the difference be- 
tween the market value of the goods at the time they should 
have arrived at destination and their value at the time when 
they actually did arrive. 


Loss in Shipment Moving Under Clear Seal Record 


Maryland.—Question: We have various claims for loss of 
grain (wheat) in transit. Cars are examined by an inspector 
of the railroad before loading and are taken from our private 
siding to the local railroad yard, where they are (a) given by 
the belt line serving our siding to the A and B Railroad, which 
latter railroad afterward weighs said car on track scales; (b) 
taken by the belt line to their local yards and hauled some 
seventeen miles to a connecting line and then weighed, railroad 
weights (cars weighed after loaded) at time agreeing with our 
weights and at times tending to support out-turn weights. Our 
weights are by Richardson Automatic Self-dump tested scales. 

Cars arrived at terminal elevators, Baltimore, showing signs 
of leaking, but under original seals. Leakage indicated at grain 
doors. Railroad denies responsibility, claiming shipper at fault 
in not properly applying grain doors. Shipper has experienced 
elevator man and states doors were properly applied. 

Railroad is supposed to furnish necessary and proper equip- 
ment to safely transmit grain and, since shipper employs ex 
perienced man who claims grain doors were properly applied, 
ought we to have trouble collecting claims? Are there any 
decisions on this point? 

Answer: A carrier cannot escape responsibility for his fail- 
ure to provide cars reasonably fit for the transportation of the 
particular class of goods which he undertakes to carry, and any 
defect therein will make him answerable to his common-law 
liability for the safety of the goods, except when the loss may 
occur from an act of God, the public enemy, the fault of the 
shipper or the inherent nature of the goods. In case special 
preparation is required to make a car fit for the shipment of a 
particular commodity, the task of special preparation usually 
devolves upon the shipper. This for the reason that if the cal 
rier has provided a car suitable for the shipment, and dunnagé 
or other protection is required, because of the nature of the 
freight, the duty of providing that protection ordinarily rests 
upon the shipper. Inthe case of Farmers Co-operative Associa: 
tion vs. C. B. & Q. Ry. Co., 34 I. C. C. 65, the Commission said: 
“ever since grain has been shipped in bulk, shippers have beet 
required to place the grain doors. We are of the opinion that 
such a requirement is not unreasonable. It is an incident of 
loading and should properly be perfromed by the shipper. ; 

Furthermore, in Claims for Loss and Damage of Grail, 
48 I. C. C. 546, in dealing with this question, the Commission 
said: “Some carriers decline to pay claims where the 1oss * 
attributable to the faulty installation of grain doors by shippers: 
others assume liability because of the impossibility or difficult) 
of proving the shipper’s negligence. If the installation of grain 
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Rand MS Nally Co. 


Route Your Import Coffee 
Through Galveston 


Recent rate adjustments brought about by the Galveston Commercial Association enable coffee 
toasters and importers to bring their coffee through this port at the same, or lower rates, than apply 
from any other port, providing the point to which the shipment is consigned is located in the 
territory shown on the above map. 


In addition to this advantage, we have excellent concrete storage, conditioning and assorting 
sheds, at shipside, which eliminate the necessity for trucking and other expensive handling. These 
sheds are served by all trunk lines entering the port. 


You Realize a Distinct Saving 


on the movement without sacrificing the efficient handling of the cargo or in any way jeopardizing 
your interest. Many others have taken advantage of the opportunity and we believe it will pay 


“Follow the line of least resistance and ship through Galveston.” 


For rates, data or other information, address 


TRAFFIC DEPARTMENT, 


GALVESTON COMMERCIAL ASSOCIATION, 


Galveston, Texas 
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doors and cooperage is a shipper’s duty, there necessarily exists 
an obligation to use due care in performing it. Where the 
carriers furnish adequate grain doors, lumber or other cooperage 
material, which they do not always do, and specifications for 
the use thereof, they should not be expected to pay for losses 
occasioned by the shipper’s negligence.” Where, therefore, the 
loss arises from the fault or negligence of the shipper, and 
the carrier has not been guilty of some negligent act or omis- 
sion, without which the loss could not have occurred, the courts 
have uniformly held that the loss must be borne by the shipper. 
See Hutchinson on Carriers, Vol. E, section 328. 

On the other hand, it has been held that if a carrier re- 
ceives the quantity of wheat stated ‘in the bill of lading and 
delivered a less quantity, it is liable for the difference; that 
where the bill of lading recited that it covered a certain quan- 
tity of wheat and the car arrived at destination with seals intact 
and the carrier showed that it inspected the car before placing 
the same for shipment, and that no leak was discovered and 
that the car was inspected twice en route and no leak was 
discovered, but nevertheless at destination the car did not con- 
tain the amount of wheat shown in the bill of lading, the carrier 
was responsible for such difference, unless it could prove that 
the quantity was not in fact delivered to it. See Baker vs. 
Dittlinger Roller Mills Co., 203 S. W. 798. 


Liability of Telegraph Company for Negligence in the Trans- 
mission or Delivery of Message 


New York.—Question: Recently we suffered on two occa- 
sions loss caused by errors in the Western Union Telegraph 
Company. In one case the message was confused and in the 
other the message was not delivered. 

It seems that I remember reading in The Traffic World 
some time ago that the liability of the Western Union was lim- 
ited to the amount assessed for the transmission of a message, 
but it is possible that I have this confused with cable messages. 
We will appreciate very much if you will define liability of the 
telegraph company in such cases as mentioned above. 

Answer: While the Supreme Court of the United States has 
held that in telegrams passing from one state to another, a 
stipulation on the back of a regular printed form, upon which 
messages are written, that a telegraph company will not be 
liable for mistakes or delays in the transmission or delivery 
of an unrepeated message, beyond the amount received for 
sending the same, is valid and binding (see Western Union 
Telegraph Co. vs. Esteve Brothers & Co., 41 Supreme Court 584, 
decided June 1, 1921), the Interstate Commerce Commission, 
under docket 8917, and 11524, 61 I. C. C. 541, investigated the 
rules of the telegraph. companies limiting their liability for 
negligence in the transmission or delivery or for non-delivery 
of unrepeated and repeated interstate messages and prescribed 
reasonable rules for the future. 

Under the rules prescribed by the Commission the liability 
of the telegraph companies for errors or delays in the trans- 
mission or delivery or for non-delivery of unrepeated messages 
is the acutal loss sustained, but not to exceed $500; for errors 
or delays in the transmission or delivery or for non-delivery 
of messages received for transmission at the repeated rate, the 
telegraph companies are liable for the actual loss sustained, but 
not to exceed $5,000; and for errors or delays in the transmis- 
sion of valued messages the measure of recovery is the amount 
declared by the sender as the value of the message. 


Claim—Notice of 


Michigan.—Question: I have filed claim against the Wells 
Fargo Express Company for $75, covering a C. O. D. shipment 
made by us June 6, 1918. Shipment arrived at destination and 
was returned upon our instructions, after the express company 
had notified this company that same was on hand at destination. 
Shipment was never received by this company on the return 
move and the express company take the stand that, inasmuch 
as shipment moved over three years ago, their company have 
no legal obligations. 

Kindly advise what issue of The Traffic World ruled on 
cases of this nature. If I remember rightly, your company pub- 
lished such ruling, but I am unable to locate same at this writing. 

Answer: We do not locate where we have passed upon a 
situation similar to that covered by your question. We have, 
however, on numerous occasions said that, where a claim or 
notice of claim is not given to the carrier, in writing, within 
four months after a reasonable time for delivery has elapsed, 
the claim is barred, under paragraph seven of the Uniform 
Express Receipt. 

State vs. Interstate Rates 


California.—Question: We have had several instances and 
have heard of a number of cases of late where there has been 
a dispute between shipper and carrier as to what constitutes 
the interstate shipment or an intrastate movement on business 
moving either from other states or foreign ports through the 
port of San Francisco for shipment into interior California 
points. 

We have before us a copy of a bill of lading reading from 
San Francisco to an interior point which indicates that the ship- 
ment originated in the Orient and the carrier has taken the 
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position that the shipment is interstate in its character, no. 
withstanding the fact that shippers had given an affidavit that 
they were in no way interetsed in the importation of this ship. 
ment, having bought same f. o. b. docks San Francisco. Deg. 
sion by you will, no doubt, interest a very large number 
subscribers in California. 

Answer: If, at the time the shipment left the Orient, the 
destination was San Francisco, the mere fact that the shipment 
was sold by the consignor at San Francisco to a party at ap 
interior California point, either while the shipment was in transit 
or after arrival at San Francisco, does not make the movement 
from San Francisco to the interior California point an interstate 
movement, under the decisions of the Supreme Court of the 
United States in G. C. & S. F. Ry. Co. vs. Texas, 204 U. S. 403, 
and C. M. & St. P. Ry. Co. vs. Iowa, 233 U. S. 334, unless, of 
course,. the shipments were reconsigned. 

If, however, at the time the shipment left its origin in the 
Orient, the final destination had been fixed as the interior Calj- 
fornia point, the mere fact that the goods were sold f. o. b. San 
Francisco, Calif., would not change the interstate character of 
the shipment from San Francisco to the interior California 
point. Texas & N. O. vs. Sabine Tram Co., 227 U.S. 111. 


FRUIT AND VEGETABLE MOVEMENT 


The Trafic World Washington Burcay 


“The month ending October 15 was the most active period of 
the season for car-lot shipments of the leading fruits and vege. 
tables,” the Bureau of Markets and Crop Estimates says. “Dur. 
ing this period the movement totaled over 23,000 cars weekly. 
Shipments reached their high point a week earlier than last 
season, and the volume was somewhat less than for the four 
corresponding weeks of 1920. However, because of the earliness 
and the active movement of many important crops the season’s 
total shipments up to October 1 showed an excess of 34,000 cars 
over 1920 and had exceeded the movement of, the 1919 season 
by about the same number. 

“The unusual size of a few crops, including watermelons, 
cantaloupes, and lettuce, helped swell the record of this year’s 
very active trucking season. Of 15 leading fruits and vegetables, 
11 exceeded the car-lot movement of last season. Onions and 
barreled apples were the only lines to fall materially below last 
season’s figures. 

“In years of early crops shipments decrease rapidly after 
October, especially when there has been an active early move 
ment. This season is not expected to be an exception, and the 
movement is expected gradually to reach the customary winter 
basis of 8,000 to 10,000 cars per month. 

“One prominent feature of the present season was the heavy 
spring movement of spinach, lettuce, celery, and cabbage. The 
heavy shipment of watermelons and cantalgupes was also a 
feature, as was the early activity of potatoes, sweet potatoes, 
and apples.” 





PETITIONS FOR REHEARING 


Minnesota has asked for a rehearing and reargument in 
finance docket 1258, application of the Duluth & Northern Min- 
nesota Railway Company for a certificate of public convenience 
and necessity to abandon its railroad in Minnesota. 

Respondent in I. and S. 1345, In the matter of express rates 
on the Bangor & Aroostook Railroad in Maine, has asked the 
Commission for a rehearing and reargument in that proceeding. 


VIRGINIAN RAILWAY BONDS 

The Virginian Railway Co. has applied to the Commission 

for authority to issue $1,807,000 par value of its first mortgage 
5 per cent fifty-year gold bonds, to cover expenditures heret0 
fore made from accumulated earnings. The company proposes 
to pledge the bonds, with other securities, to secure the pay 
ment of $2,000,000 to the government for additions and better 
ments made during federal control. 


PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for August 
shows 11,738 cars held overtime—a percentage of 06.01—* 
against 13,493—a percentage of 06.17—for August, 1920. 


N. Y. N. H. & H. NOTES ' 

The Commission has authorized the New York, New Havél 

& Hartford to sell $1,602,000 of equipment trust notes at suc! 
price that the total cost to the company of the sale thereol 
shall not exceed 7% per cent annually on the proceeds. The 
proceeds will be used in paying promissory notes. 


PERE MARQUETTE ABANDONMENT 

The Pere Marquette Railway Co. has been authorized by 
the Commission to abandon a branch line between ange” 
and Leota, Mich., a distance of 9.88 miles. The line was = 
in 1897 as a logging road, and the fact that the forest produc 
have been practically exhausted has left the branch withou 
traffic of sufficient amount. to justify its operation, the Com 
mission said. 
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California | Advance orders accepted now. The only authoritative and complete guide for exporting manu- 
il. | facturers. Contains accurate detailed information on every question which can arise in connec- 
ENT | tion with an export order. 
ton Burceu | CONDENSED TABLE OF CONTENTS 
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aoe ye Alphabetical Index of Ports, Cities and Conversion Tables of Foreign Curren- 
ys. “Dur: Countries of the World. —s_ cies. 
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than last and Agents. ‘ Drawbacks on Export Shipments. 
the four Approximate Values of Foreign Coins. Foreign Postage Rates. 
- earliness Banks and Bankers in Foreign Trade. Foreign Weights and Measures (Amer- 
e oman Bills of Lading (Arrangement of). ican Equivalents). —_— 
4 000 pra Cable Rates. Mail Time to Foreign Cities. 
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t potatoes, “OUR TEXT BOOK ON EXPORT MATTERS’”’ 

“We have many inquiries from our members engaged in foreign trade for information relative 
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Digest of New Complaints 





No. 13206. Minneapolis Gas Light Co. et al., Minneapolis, Minn., vs. 
Director General, as agent. 

Unjust, unreasonable, unjustly discriminatory and _ unduly 
prejudicial rates on crude fuel and gas oils from oil fields in 
Texas, Louisiana and the midcontinent field to Minneapolis. Asks 
reparation. ; 

No. 13207. A. Klipstein & Co., New York, N. Y., vs. Director Gen- 
eral, as agent, Sou. Pac. et al. 

Unjust, unreasonable, unduly discriminatory and prejudicial 
rates on gum copal imported from Orient and shipped from San 
Francisco to New York City. Asks reparation. 

No. 13208. Boston Wool Trade Asso., Boston, Mass., vs. Director Gen- 
eral, as agent. 

Unjust and unreasonable rate on wool in grease from Bloom- 
field, Ia., to Boston, Mass. Asks reparation. 

No. 13209. H. A. Logan, receiver for Warren Oil Co. of Pennsyl- 
vania, Warren, Pa., vs. Director General, as agent. 

Unjust, unreasonable, unjustly discriminatory, preferential and 
prejudicial rates on crude oil in tank cars from Beattyville, Ky., 
to Wallaceburg, .Ont. Asks reparation. 

| No. 13210. State Highway Dept. of Texas, Austin, Tex., vs. Director 
General, as agent. 

Unjust, unreasonable and illegal rates on chassis parts from 
Detroit to Austin, Tex. Asks reparation. 

No. 13211. West Coast Lumbermen’s Asso. et al., Seattle, Wash., vs. 
Abilene & Southern et al. 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential and prejudicial rates on lumber and other forest prod- 
ucts from points..in the states of Oregon and Washington and 
British Columbia, to points in eastern Colorado, western Kansas 
and points in Oklahoma, Texas, New Mexico, Arkansas and Louis= 
iana. Asks fort just, reasonable and non-discriminatory rates and 
reparation. 

No. 13212. Eric Corporation, New York, N. Y., vs. I. & G. N. et al. 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential rates ‘on sisal from Galveston, Tex., to Auburn, N. Y. 
Asks just, reasonable and non-prejudicial rates and reparation. 

No. 13213. ‘T'uscaleosa Cotton Seed Oil Co., Tuscaloosa, Ala., vs. 
Southern et al. 

Unjust, unreasonable and unduly preferential rates on blackstrap 

molasses from Mobile, New Orleans and other Louisiana points to 
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Tuscaloosa, Ala. Asks just, reasonable and non-prejudicial rates 
and reparation. P 
No. 13214. E. Josephs, receiver for Pratt Engineering & Machine (po 
Atlanta, Ga., vs. Mobile & Ohio et al. x 
Unjust, unreasonable, unjustly discriminatory and _ undyly 
prejudical rates on bulk coke from Tupelo, Miss., to Atlanta, qq 
Asks reparation. i 
No. 13215. Arkansas Jobbers & Manufacturers Asso., Little 
AYE, Va. C. HL. 2 Pee Se 

Unjust, unreasonable and unjustly discriminatory rates on hay 
grain and grain products and: flour from Oklahoma, Kansas, Ne: 
braska and Missouri to points in Arkansas. Asks for just, reg. 
sonable and non-discriminatory rates made on same basis, mile 
for mile, as applies to Little Rock and Pine Bluff, Ark. 

No. 13216. East St. Louis Stone Co., East St. Louis, Ill., vs. Terminal 
Railroad Association of St. Louis et al. 

Unjust, unreasonable, unjustly discriminatory and unduly pref. 
erential or prejudicial charges for switching between complain. 
ant’s quarries at Falling Springs, Ill., and points in the East g 
Louis switching district. Asks just, reasonable and non-discrim- 
inatory charges. 

No. 13217. Illinois Glass Co., Alton, IIll., vs. Director General, as agent 
and Illinois Terminal Rairoad Co. ; 

Unjust and unreasonabe rates on fuel oil from Wood River, ]}) 
to Glass Works, near Alton, Ill. Asks reparation. i 

No. Bacay enn enemas Paper Co., New York, N. Y., vs. Maine Cep- 
ral et al. 

Unjust, unreasonable, unduly prejudicial rates on sulphite pulp 
from Rumford, Me., to Brownville, N. Y. Asks reparation. 

No. 13219. The Salkeld Coal Co., Pittsburbh, Pa., vs. Pennsylvania, 

Unjust, unreasonable, unjustly discriminatory and unduly pref. 
erential rates on bituminous coal from mines at Bulger, Pa., to 
Walford, Pa., reconsigned to Warren, O. Asks reparation down 
to basis of subsequently established rate. 

No. 13220. Cincinnati Association of Purchasing. Agents vs. L. & N. 

Unjust, unreasonable, unduly preferential or prejudicial rates 
on bituminous coal from mines on defendant’s lines in Kentucky, 
Tennessee and Virginia to points in the Metropolitan Cincinnati 
Ohio district and to points in Kentucky from points in Virginia 
and Tennessee. Asks cease and desist order and just and rea- 
sonable rates. 

No. 13221. The Thomas Iron Co., Hokendauqua, Pa., vs. Lehigh & 
Hudson River et al. 4 

Unjust, unreasonable, unduly preferential and unjustly dis- 
criminatory rates on limestone from Lime Crest, Oxford, Frank- 
lin, Ogdensburg and other adjacent quarries in New Jersey to 
complainant’s blast furnaces in Hellertown and Hokendauqua, 
Pa. Asks cease and desist order, just and reasonable rates ani 
reparation. 


tock, 





~ Docket of the Commission 





Note. items In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


October 31—Oral argument at Washington, D. C.: 
12066—In re C. B. & Q. R. R. Co. and C. & N. W. Ry. Co. construc- 
tion and repair of railway equipment. 
October 31—Philadelphia, Pa.—Examiner Eddy: 
12858—Robert H. Foerderer, Inc., vs. Pa. R. R. 
October 31—Washington, D. C.—Examiner Fuller: 
* 1, and S. 1421—Penalty charge on lumber held for reconsignment. 
October 31—Chicago, Ill.—Examiner Hartman: 
4181—Second industrial railways case, Pullman R. R. Co. (further 
hearing). 
October 31—Atlantic City, N. J.—Examiner Quirk: 
1. and S. 1381—Coal from D. T. & I. R. R. mines. 
October 31—Des Moines, Ia.—Examiner Money: 
12945—In the matter of minimum carload weight on shipments of 
hogs within the state of Iowa. 
October 31—Tacoma, Wash.—Examiner H. J. Wagner: 
12931—Bilrowe Alloys Co. vs. Nor. Pac. et al. 


October 31—New Orleans, La.—Examiner Fleming: 
12807—California and Hawaiian Sugar Refining Corp. et al. vs. A. T. 


& S. F. et al. (Time fixed at previous hearing for filing briefs 
has been set aside.) 


November 1—Argument at Washington, D. C.: 
es ae Docket 26—In re San Pedro, Los Angeles & Salt Lake 
2. R. 
Valuation Docket 4—In the matter of the valuation of the property 
of the Kansas City Southern Ry. 


November 1—San Francisco, Calif.—Examiner Seal: 


1. and §S. 1401—Routing restrictions on lumber from Hawley and 
Truckee group points. 


November 1—New Orleans, La.—Examiner Fleming: 
8845—Natchez Chamber of Commerce vs. La. & Ark. et al. 
8920—Natchez Chamber of Commerce vs. Ark. La. & Gulf et al. 
9036—Natchez Chamber of Commerce vs. Ark. & La. Midland et al. 


ow ogg on petroleum, crude, fuel and residuum, and acid phos- 
phate. 


Nov. 1—Washington, D. C.—Examiner Early: 
12876—Compaignie Auxiliare de Chemins de Fer au Bresil vs. D. L. 
& W. et al. 
November 2—Chicago, Ill.—Examiner Hartman: 
4181—Lake Erie & Fort Wayne R. R. Co. et al., second industrial 
railways case. 
November 2—Argument at Washington, D. C.: 
Valuation Docket 26—In re San Pedro, Los Angeles & Salt Lake 
R. R. 
Valuation Docket 4—In the matter of the valuation of the property 
of the Kansas City Southern Ry. 
November 2—Portland, Ore.—Examiner H. J. Wagner: 
12997—R. J. Holmes et al. vs. Director General. 
—— Valley Lumbermen’s Assn. et al. vs. Sou. Pac. 
et al. 
November 2—San Francisco, Calif.—Examiner Seal: 
12927—John A. Corotto vs. Director General. 


November 3—Minneapolis, Minn.—Examiner Money: 
* | and S 1418—Brick, clay and clay articles to Sault Ste. Marie, Ont. 
November 3—San Francisco, Calif.—Examiner Seal: 
12946—Charles Harley Co. vs. Director General. 
13057—Growers Rice Milling Co. vs. Director General. 
November 3—Argument at Washington, D. C.: 
er Docket 26—In re San Pedro, Los Angeles & Salt Lake 


Valuation Docket 4—In the matter of the valuation of tl ? ty 
of the Kansas City Southern Ry. ee 
November 4—Argument at Washington, D. C.: 


10457—Boston Chamber of Commerce et al. vs. Director General, 
Grand Trunk Ry. of Canada et al. wand 


Finance Docket 1600—In the matter of the construction of the word 
‘deficit’”” as used in paragraph (a) of Section 204 of transporta- 
tion act, 1920. 
November 4—San Francisco, Calif.—Examiner Seal: 


12941—Western Meat Co. et al. vs. Director General, Southern Pa- 
cific et al. 


12890—Standard Oil Co. (California) vs. Director General, Amador 
Central et al. 

November 4—Washington, D. C.—Examiner Clarke: 

* Finance Docket 1577—Joint application of C. & O. Ry. and C. & 0. 
Ry. of Ind. for authority to C. & O. Ry. to acquire by lease the 
properties of C. & O. Ry. of Ind. 

November 7—Spokane, Wash.—Examiner H. J. Waener: 

1. and S. 1392—Treating forest products in transit in Idaho, Mon- 
tana, Oregon and Washington. 

November 7—San Francisco, Calif.—Examiner Seal: 

13049—E. H. Edwards, doing business as E. H. Edwards Co. vs. Di- 
rector General. 
12968—Judson Mfg. Co. vs. Director General and Southern Pacific. 

Nov. 7—Madison, Wis.—Examiner Money: 

* 1612—Joint application of Rock County Telephone Co. and Wiscon- 
sin Telephone Co. for a certificate that proposed consolidation will 
be of advantage to persons to whom service is to be rendered and 
in the public interest. 

November 7—New York, N. Y.—Examiner Disque: 

13098—Arbuckle Bros. et al. vs. Ann Arbor a al. 

November 8—San Francisco, Calif.—Examiner Seal: 

13056—California Cotton Mills Co. vs. Southern Ry. et al. 

November 9—Newport News, Va.—Examiner Woodrow: 

* 1. and S. 1428—Increased lumber rates to Newport News, Va. 

November 9—Argument at Washington, D. C.: 


11313—The Grand Ronde Lbr. Co. vs. Directo -W. R. & 
10128—Lumber carload minima. Poms. ©. 


November 9—San Francisco, Calif.—Examiner Seal: 


12912—The San Francisco Wholesale Dairy Produce Exchange ¥§ 
Am. Ry. Express Co. 


November 10—Washington, D. C.—Examiner Fuller: 
* I, and S. 1420—Fruits and vegetables to Duane Street, New York. 
November 10—New York, N. Y.—Examiner Butler: ; 
12893—Transportation of strawberries by express in C. L. lots in pa* 
senger trains from Florida to northern markets. , 
12981—Railroad Commissioners of the state of Florida vs. Americal 
Ry. Express Co. 
November 10—Argument at Washington, D. C.: 
10733—National Paving Brick Manufacturers’ Assn. et al. VS. Dl 
rector General, A. & V. et al. 
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of the worl Dockets 12698, 12851 and I. & S. 1381—Lake Coal from Ohio fields, Inner and Outer 

a a Crescents—involving question of differential relationships between these fields. I. & S. 1381 involves 

proposed reductions by Henry Ford’s Detroit, Toledo & Ironton Railroad. | 
Hearing, Atlantic City, beginning October 31st. 


Transcontinental Fourth Section Cases:—Application Nos. 8835, 11948, 11957, 11895, 12063 and 
11940, in which carriers ask authority to maintain lower rates between Pacific Coast points, Chicago, New 
Orleans, New York and defined territories, than to intermediate territory. The following are involved: 
Sugar, coffee, ixtle and sisal, sulphur, asphalt, beans, dried fruits, canned goods and various other com- 

[daho, Mon- modities. : 

These applications seek relief on transcontinental traffic under the amended fourth section on 

account of competitive conditions created by movement through the Panama Canal. 
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“a oe Tank and Silo Co. vs. Director General, C. & N. 
. et al. 


November 10—Washington, D. C.—Examiner Early: 
i. and S. 1411—Stone from Chicago and west to California terminal 
and intermediate points. 


November 10—San Francisco, Calif.—Examiner Seal: 
12983—Crown Willamette Paper Co. vs. Director General et al. 


November 11—New York, N. Y.—Examiner Flynn: 
% “TL ee of Commissioners of the city of Hoboken, etc., 


November 11—Cincinnati, O.—Examiner McQuillan: 
* 12984—The Exchange of the Cincinnati Grain & Hay Exchange Co. 
vs. B. & O. et al. 
November 11—Ogden, Utah—Examiner H. J. Wagner: 
13021—The Wyoming Sugar Co. vs. Director General and C. B. & Q. 
13021 (Sub. No. 1)—The Wyoming Sugar Co. vs. Director General 
and C. B. & Q. 
November 11—Argument at Washington, D. C.: 
10733—National Paving Brick Manufacturers’ Assn. et al. vs. Di- 
rector General, A. & V. et al. 
11006—Kalamazoo Tank and Silo Co. vs. Cc. & 
N. W. et al. 
November 11.—Chicago, Ill—Examiner Disque: 
Fourth Section Apps. 11948, 11957 and 12063 of R. H. Countiss. 
Fourth Section Apps. 11940 and 12094. 
November 12—Fairmont, W. Va.—Examiner Fuller: 
* 13055—The Monongahela Power & Ry. Co. vs. Director General. 
November 12—Cincinnati, Ohio—Examiner McQuillan: 
* 13020—Nivison-Weiskoff Co. vs. Director General. 
November 12—Argument at Washington, D. C.: 
Finance Docket 1237—Cleveland passenger terminal case. 
November 14—Washington, D. C.—Examiner McGrath: 
* .13083—The Consolidation Coal Co. vs. C. & O. et al. 
November 14—Wheeling, W. Va.—Examiner Fuller: 
* 13040—Hazel Atlas Glass Co. vs. Director General and P. R. R. 
November 14—Macon, Ga.—Examiner Woodrow: 
e 13011—-Macon Chamber of Commerce vs. C. N. O. & T. P. et al. 
* 13016—Macon Chamber of Commerce vs. A. C. L. et al. 
* 13017—Ideal Supply Co. vs. Sou. Ry. et al. 
November 14—Pittsburgh, Pa.—Examiner Shanafelt: 
* 13065—Pittsburgh Steel Co. vs. Director General, P. R. R. et al. 
* 13005—Weirton Steel Co. vs. Monongahela Ry. et al. 
November 14.—St. Louis, Mo.—Examiner McQuillan: 
* 12963—Neidringhaus Metal Ware Corp. et al. vs. A. T. & S. F. et al. 
Portions of fourth section app. 701 of Agents Leland and Tucker. 
* 13075—Indiahoma Refining Co. vs. Director General, St. L.-S. F. et al. 
November 14—New York, N. Y.—Examiner Flynn: 
* — oa. Motor Co. of New York vs. Director General, G. T. 
. et al. 
* 12942—The Diamond Match’ Co. vs. Director General. 
November 14—Pueblo, Colo.—Examiner H. J. Wagner: 
12985—-Norman H. Schlieper vs. Southern Pacific et al. 
1. and S. 1412—Non-application of Group J rates from and to D. & 
R. G. W. stations south and east of Grand Junction, Colo. 
November 14—San Francisco, Calif.—Examiner Seal: 
1. and S. 1393—Cotton and cotton linters to Pacific coast ports for 
export. 
November 15—Washington, D. C.—Examiner J. E. Smith: 
* 13110—M. & St. L. R. R. Co. vs. Peoria & Pekin Union Ry. 
November 15—New York, N. Y.—Examiner Flynn: 
* 12987—Barnes Foundry Co. vs. C. R. R. of N. J 
* 12978—The Quaker Oats Co. vs. Director General, Can. Natl. et al. 
November 15—St. Louis, Mo.—Examiner McQuillan: 
* 12989—Barnett-Fisher Coal & Mining Co. vs. Marion & Eastern et al. 
November 15—Butte, Mont.—Examiner Pattison: 
* 13069—Montana Express case. 
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November 16—Washington, D. C.—Examiner McGrath: 
* 13006—East Coast Potato Distributors vs. N. Y. P. & N. et al. 


November 16—Atlanta, Ga.—Examiner Woodrow: 

* 12786—Southern Fisheries Assn. vs. Am. Ry. Exp. Co. et al. 

* 12960—Portsmouth Cotton Oil Refining Corp. vs. N. Y. P. & N. et al, 

* 12960 (Sub No. 1)—Portsmouth Cotton Oil Refining Corp. vs. Dj- 
rector General. 

November 16—St. Louis, Mo.—Examiner McQuillan: 

* 13071—In the matter of intrastate rates of the Terminal R. R. Assn, 
of St. Louis and other carriers within the state of Illinois. 


November 16—Parkersburg, W. Va.—Examiner Fuller: 
* 13064—H. M. Spence vs. Director General, B. & O. et al. 


November 16—Cleveland, O.—Examiner Shanafelt: 
* 43086—The Standard Oil Co. vs. Director General and A. C. & Y. 


November 16—New York, N. Y.—Examiner Flynn: 
* 13018—The Borden Sales Co., Inc., vs. Director General. 
* 13012—American Trading Co. vs. Director General. 
* 13012 (Sub. No. 1)—The Hatters Fur Cutters Assn. of the U. S. A, 
et al. vs. Director General. 
13012 (Sub. No. 2)—General Hide & Skin Corp. vs. Director General. 
* 13012 (Sub No. 3)—Surpass Leather Co. vs. Director General, 
November 16—Argument at Washington, D. C.: 
1 and S 1365—Routing on coal from W. Md. Ry. mines to eastern 
destinations. 
l and § 1357—Application of rate and minimum weight on live stock 
- in mixed carloads. 
12022—New England Paper and Pulp Traffic Assn. vs. Hoosac Tun- 
nel & Wilmington R. R. et al. 


November 17—Chicago, Ill—Examiner Hosmer: 

* 12597—O-So-Ezy Products Co. et al. vs. Director General, Ann Arbor, 
et al. 

* 12624—O-So-Ezy Products Co. et al. vs. Director General, Abilene & 
Southern et al. Such fourth section departures as may exist. 

November 17—New York, N. Y.—Examiner Flynn: 

* 13010—New York Dock Ry. vs. B. & O. et al. 

November 17—Toledo, O.—Examiner Shanafelt: : 

* 12971—The Rocbond Co. vs. Director General, L. & N. et al. 
tions of fourth section apps. 1952 of L. & N. 
Tucker, agent. 

November 17—Chicago, Ill.—Examiner Disque: ’ 

Portions of Fourth Section App. 8835 of R. H. Countiss. 

November 18—Washington, D. C.—Examiner McGrath: 

* 13092—Sloss-Sheffield Steel & Iron Co. vs. Director General. 

November 18—Detroit, Mich.—Examiner Shanafelt: 

* 13088—White Star Refining Co. vs. Director General. 

* 13047—The City of Detroit vs. C. & O. et al. 

November 18—Boise, Ida.—Examiner Pattison: 

* 13066—In the matter of intrastate rates of the Amer. Ry. 
between points in the state of Idaho. 

November 18—Chicago, Ill—Examiner Hosmer: 


* 


Por- 
and 2060 of J. F. 


Exp. Co. 


* 12956—Carnation Milk Products Co. vs. Director General, C. M. & 
ot. P. 
* 12957—Carnaton Milk Products Co. vs. Director General and N. P. 


* 12958—Carnation Milk Products Co. vs. Director General and G. N. 
November 18—New York, N. Y.—Examiner Flynn: 
* 13039—Hidalgo Steel Co., Inc., vs. P. R. R. 
November 18—Argument at Washington, D. C.: ' 
\ and S 1344—Estimated weights on berries in pony refrigerators. 
9294—Portland Traffic and Transp. Assn. vs. Sou. Pac. and Di- 
rector General. 
9434—Portland Traffic and Transp. Assn. vs. Sou. Pac. et al. 
9472—Medford Commercial Club vs. Sou. Pac. and Director Gen- 
eral. 
12830—Klamath County Chamber of Commerce vs. Sou. Pac. 
November 19—Washington, D. C.—Examiner McGrath: 
* 13109——Star Timber Co. vs. C. & N. W. 


November 19—Anniston, Ala.—Examiner Woodrow: 
* 13101—Southern Manganese Corp. vs. Director General. 
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Premier Fleet 





100% American 
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Despatch Line 


America’s Coast-to-Coast 
Direct Fast Freight 
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DIRECT TO 


LOS ANGELES (San Pedro District) 
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' PORTLAND 
SEATTLE 
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and SERVICE 


For Rates and Particulars Apply to 


Atlantic-Gulf & Pacific 
Steamship Corp. 


St. Paul 8476 BALTIMORE 406 Water Street 
SAN FRANCISCO, 60 California Street 


Philadelphia 
139 South Third St. 










New York 
42 Broadway 


Mobile, Ala. 
S. W. Cor. St. Francis & Water Sts. 


Oakland, Cal 
Parr Terminal 


Pittsburgh 
1537 Oliver Building 
Savannah, Ga. 
Savannah Bank and Trust Bldg. 


Los Angeles, Cal. Portland, Ore. 
427 Van Nuys Bldg. 704 Title & Trust Bidg. 


1103 L. C. Smith Bldg., Seattle, Wash. 
Room 495, Ellicott Sq. Bldg., Buffalo, N. Y. 


















Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 
Branches in all Principal Cities in the Republic of Mexico 


Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 


HAL L. BRENNAN 
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but doing it well 
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A busy Railroad in these times 
indicates it has something 
unusual to offer. Fast, de- 
pendable, (and the most im- 
portant) personal service is 
keeping us busy. 








Miami, Muskogee, Tulsa, Oklahoma 
City, Henryetta, Okmulgee, Durant, 
Oklahoma; Texas, Texas Gulf Ports, 
California, (via Denison and El 
Paso, Tex.), Mexico (via Laredo, 
Eagle Pass, or El] Paso). We have 
the equipment and facilities to 
render high class service. 
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These representatives will be glad to furnish in- 
formation concerning rates, routes, tracing, etc.: 


Mr. H. T. Winn, General Agent, Kansas City, Mo., 
830 Railway Exchange Bldg. Phone Home Harrison 6828. 


Mr. H. D. Fry, General Agent, Dallas, Texas, 
1011 Dallas County State Bank Bldg. Phone X 3950. 


Mr. F. A. Layman, General Agent, 
729 Wabash Bldg., Pittsburgh, Pa. Phone Court 4601-2. 


Mr. D. R. Peck, General Agent, 
208 S. La Salle St., Chicago, Il. Phone Harrison 1801. 
E. J. OO CONNOR 
General Freight Agent 
MUSKOGEE, OKLA. 
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Gulf Ports, 


¥-4. “Built by 


ia Laredo, 
We have 


cities tof General American Car Co.” Standard 40- Ton Stock Car 


Note how often this legend appears on the cars you 
see in any terminal—on box, flat, grain, stock, gondola, 
hopper-bottom and all other types. The number of 
times it appears reflects the traffic world’s opinion of 
the strength, durability and efficiency of “GA” equip- 
ment. 













Railroad executives and shippers are always free to 
consult General American engineers, without obliga- 
tion, at any time on car construction problems. 


GENERALAMERIGAN GARGOMPANY 


Subsidiary of the General American Tank Car Corporation 
General Offices: Harris Trust Bldg., Chicago 
Plants at: EastjChicago, Ind.; Sand Springs, Okla.; Warren, Ohio 
Sales Offices 17 Battery Place, New York; 24 California Street, San Francisco 
Cable Address: “‘Gentankar, Chicago.” All Codes 
All Types of Cars Built, Rebuilt and Repaired 
Pressed Steel Shapes, Forgings, Gray Iron Castings, Brass Castings 


GENERAL AMERICAN CARS 
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LUCKENBACH LIN 


COAST TO COAST VIA PANAMA CANAL 


Express Freight Services 


U. S. Mail Steamers Twin Screw American Steamers 


—— | 


NEW YORK PHILADELPHIA SAN DIEGO LOS ANGELES 
SAN FRANCISCO PORTLAND SEATTLE TACOMA 


MOBILE NEW ORLEANS SAN DIEGO LOS ANGELES 
SAN FRANCISCO PORTLAND SEATTLE TACOMA 


Through Bills of Lading issued to and from other North Pacific Ports and Hawaiian Islands. 


GENERAL OFFICES: 44 Whitehall Street, New York 


Marquette Bldg. * Lafayette Bldg. Oliver Building Central Bldg. Merchants Exchange Railway Exchange 














Chicago Philadelphia Pittsburgh Los Angeles San Francisco Portland 
Pierce Building Mobile Liners, Inc., Agents A. Le Blanc, Agent Metropolitan Life Bldg. L. C. Smith Bldg. 
St. Louis Mobile, Ala. New Orleans, La. Minneapolis Seattle 
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Pi ae 
Forwarding Service 


To the Export shipper of any kind of commodities—from a single case to a carload—our foreign freight forwarding service 
to any part of the world is most important for the simple reason that while saving them much trouble it also 


Lowers Rates on Export Shipments 


which is why this service of ours is known far and wide as “‘the service which is different.” 


On your next Export shipment, either by the Atlantic or the Pacific, bear in mind that foreign freight forwarding is a 
mighty big factor of our service, just because our service has proved such a mighty big factor in the elimination of 
unnecessary expense for thousands of shippers, and 


Put Your Export Shipping Problems Up to Us and Let Us Put the Cost of Them Down for You. 


TRANS-CONTINENTAL FREIGHT COMPANY 


Export and Domestic Freight Forwarders 
Consolidators of Automobiles, Household Goods, Machinery and Pianos for Domestic points, and everything for Export. 












General Office: 203 Dearborn Street, Chicago Woolworth Building, New York 
Old South Building, Boston Drexel Building, Philadelphia Hippodrome Building, Cleveland Van Nuys Building, Los Angeles 
Ellicott Square, Buffalo Union Trust Building, Cincinnati Monadnock Building, San Francisco Alaska Building, Seattle 


13th & Kearney Sts., Portland, Oregon *Phone or write the nearest office 
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